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Executive Summary

Welcome to the Southern Blackstone Smart Mobility Strategy (Strategy), a community-led vision to improve
the Blackstone Avenue Corridor. This executive summary offers an overview of the Strategy’s content,
highlighting key approaches and recommendations. The Strategy was developed to provide recommendations
for both near-term and long-term multi-modal and streetscape improvements for the City, private sector
actors, longstanding institutions, and residents to consider and utilize in future planning and design as well as
the implementation phase.

Corridor History

Blackstone Avenue stretches from the most northern edge of Downtown and extends north for approximately
nine miles to Fresno’s suburban neighborhoods. The project area for the Southern Blackstone Avenue Smart
Mobility Strategy (Strategy) primarily focuses on 2.5 miles of the Blackstone Avenue/Abby Street Corridor
which extends from Dakota Avenue in the north and Highway 180 in the south. In its past, Blackstone Avenue
initially provided access to a residential enclave built for wealthy attorneys in the late 1800s, which why it was
named after the famous English jurist Sir William Blackstone, whose judicial theories were studied and applied
by Founding Fathers of the United States. With the invention of the automobile, residential and commercial
development continued north, and the Corridor became an important link between Downtown and places
north of Fresno, such as Madera County and Yosemite. Eventually Blackstone Avenue became part of Highway
41 and, as a consequence, was widened and designed to the state highway standards of the time. With
construction of the new Highway 41 one-quarter mile to the east of Blackstone Avenue, the street is no longer
part of the state route system and now owned and maintained by the City of Fresno.

Demographic Information

The Corridor represents a microcosm of high poverty rates within the city of Fresno. The poverty rate within
the Corridor is approximately 34% as compared to 29% for Fresno as a whole. The median household income
is less than $32,000 compared to approximately $42,000 for the city. Ten of the eleven census tracts along
the corridor have poverty rates above the average for the city of Fresno, which is approximately 150% higher
than the state of California’s poverty rate. The Corridor and adjoining commercial areas and residential
neighborhoods one half mile east and west of Blackstone Avenue, encompass over 2,100 businesses and
50,000 residents.



Project Purpose and Planning Context

The City of Fresno’s General Plan envisions the revitalization of the central core area and of corridors leading
into the Downtown. It hopes to locate substantial growth in the Downtown, in activity centers, and along
corridors, specifically the Blackstone Avenue Corridor. Blackstone Avenue is Fresno’s most prominent street
corridor and part of the first phase of the bus rapid transit (BRT) system. The Complete Streets Framework to
balancing the needs of pedestrians, bicyclists, transit riders, and drivers presented in this Strategy represents
a building block in the City’s overarching vision for Blackstone Avenue and the three activity centers located
in the Blackstone Avenue/Abby Street Corridor. The three activity centers are:

o Shields/Manchester Activity Center — includes the Manchester Center Mall and extends from Dakota
Avenue to Princeton Avenue.

o Weldon/Fresno City College Activity Center — includes Ratcliffe Stadium, and Fresno City College,
covering the corridor from Princeton Avenue to Hedges Avenue.

e Olive/Tower Gateway Activity Center — includes the one-way couplet of Blackstone Avenue and Abby
Street, Susan B. Anthony Elementary School, and ends at Highway 180 overpass.

In order to promote revitalization and transit-oriented development (TOD), the City changed the zoning along
the Blackstone Avenue Corridor from auto-oriented commercial zoning designations to pedestrian-oriented
mixed-use zoning. Mixed-use zoning designations are to transform auto-oriented boulevards and corridors
into vibrant, diverse, and attractive corridors that support a mix of pedestrian-oriented retail, office and
residential uses in order to achieve an active social environment within a revitalize streetscape. The
Development Code calls for buildings to be situated close to the main street with a maximum setback of 10
feet, and have active frontages, particularly in close proximity of BRT stops. To complement the envisioned
land use changes and built environment, the multi-modal improvements presented in this Strategy, are
intended to make the street safer and more comfortable to use for pedestrians, bicyclists and transit riders,
to improve non-motorized and transit-based access to shopping, services, and employment, improve air
quality by reducing vehicle miles traveled (VMT), and to create a sense of place and identity for the street that
residents and visitors alike can relate to.

The Southern Blackstone Avenue Smart Mobility Strategy provides the City of Fresno with a community-driven
vision and framework for implementing such a re-design and along with it many of the state, regional, and
City policies and goals discussed in Section 1.3 of the Strategy. As a result, the Strategy and its Complete
Streets Framework were prepared to address the following objectives:

e Increase access and safety along the Corridor for all travel modes and users, including the elderly,
disabled, low-income, students and youth.

e Address deficiencies in the existing street design that are incompatible with the planned land uses
outlined in the General Plan and impact business opportunities and performance in the identified
activity centers along the Corridor.

e Recommend multi-modal access and safety improvements for pedestrians and bicyclists as well as
transit riders.

e Recommend potential sidewalk and streetscape enhancements to support pedestrian comfort,
access to transit, and access to businesses and services.

e |dentify potential treatments that support the management of traffic speeds within activity centers
along the corridor.

e Consider on-street and off-street parking in the context of recommended multi-modal
improvements.

e |dentify opportunities for gateway improvements and wayfinding signage.



e Recommend locally feasible implementation and funding strategies for recommended multi-modal
improvements.

Using a pilot study for further evaluation of the most critical recommended improvements, the City will be
able to test out temporary changes to the public realm at lower implementation cost before installing more
costly permanent improvements. The recommended near-term improvements focus on the area between the
Blackstone Avenue/Shields Avenue and Blackstone Avenue/McKinley Avenue intersections where the Fresno
City College (FCC) and Manchester Center form large-scale destinations and anchors at either end of this
segment of the Corridor.

FOR EVERYONE! City planning staff and the project team engaged residents and
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e The project was featured in 3 E-News distributions that reached

2,000 people with each mailing

e Social media posts were made on the City’s and Better Blackstone Association’s Facebook page
reaching over 4,000 people

o  Multiday Charrette — Walk Audit and Workshop #1: 75 participants viewed a presentation on
existing conditions and principles of Complete Streets followed by a walk audit along the corridor,
and small group feedback and discussion

e Multiday Charrette —Stakeholder Meetings: Conducted meetings with stakeholders, including
Blackstone property owners, real estate developers, City Councilmembers, State Center Community
College District, Fresno City College, Susan B. Anthony and Heaton Elementary Schools, and Fresno
Unified School District Parent University.

e  Multiday Charrette —Workshop #2: 114 people attended the final day of the multiday charrette
where team members reviewed initial concepts that led to group discussion

e Workshop #3 (August 2018): 77 participants broke into small groups to weigh in on proposed
improvements between Shields and Hedges Avenues

e Drop-In Open House (November 2018): 50 participants were able to view refined design concepts
for both near-term and long-term improvements along the Blackstone Avenue Corridor

e The project team also met with stakeholder groups for briefings and feedback throughout the
process. The groups included were Fresno Department of Public Works, Fresno Police Department,
Fresno Area Express (FAX), Bicycle and Pedestrian Advisory Committee.



Dominant themes from the outreach activities were the need for pedestrian and bicycle improvements, trees
and shade, lighting, comfortable public spaces and reduction of the dominance of automobiles were recurrent
themes throughout the engagement process. A majority of outreach participants expressed interest and
willingness to convert on-street parking and one lane in each direction to allow for wider sidewalks, trees and
safe areas for riding bicycles on Blackstone (see Chapter 2 for more details).

Complete Streets Framework and Design Concepts

The Complete Streets Framework and corridor design concepts presented in this Strategy are a direct outcome
of the City’s policies and goals and the community input for desired improvements received during the public
and stakeholder outreach process (see Chapter 2).

The existing perception of large thoroughfares or “big
streets”, like the Blackstone/Abby Corridor, is that What Are Complete Streets?

they include multiple travel lanes in each direction Complete Streets are streets for everyone. They are
designed for moving large number of cars through a  gesjgned and aperated to enable safe access for all
particular area of a city. However, until recently itwas  ysers, including pedestrians, bicyclists, motorists and
routinely overlooked that such streets also need to  transit riders of all ages and abilities. Complete Streets
and can serve as providing connections between  make it easy to cross the street, walk to shops, and
people that are not predicated on the use of cars and  bicycle to work. They allow buses to run on time and
as places that foster community appeal, innovation,  make it safe for people to walk to and from train
enterprise, and health. In order for big streets, like = stations.

Blackstone Avenue, to fulfill this promise, they need = soyrce: Smart Growth America/National Complete Streets Coalition
to be design or, in this case, re-designed and

constructed to be comfortable and safe for all users.

As such, balancing the transportation, safety, and comfort needs of all users, including pedestrians, bicyclists,
and transit riders as well as people driving automobiles and trucks is the foundational tenet of the Complete
Streets design approach. In addition, a Complete Street serves people of all ages and abilities, irrespective of
their social or economic status.

As is illustrated by the typical existing cross-sections of the Blackstone Avenue/Abby Street Corridor (see
Figures E.2 through E.6), today the overwhelming majority of the right-of-way is currently dedicated to moving
automobiles and trucks. The street lacks dedicated bicycle facilities and space for pedestrians traveling along
the corridor and access to transit stops is limited to narrow sidewalks (6-foot wide typical north of Hedges
Avenue and 10-foot wide along most portions of Blackstone and Abby Street south of Hedges) that are often
further narrowed by local obstructions such as utility and signal poles, fire hydrants, and fences and other
items encroaching from adjacent private properties into the public right-of-way.

Based on the aim of Complete Streets to accommodate the needs of all users and the fact that the available
space within the public right-of-way is limited and currently allocated mostly to serve automobiles, the
fundamental question at the beginning of the process was to determine how space can be created for
accommodating meaningful improvements for pedestrians and bicyclists. As mentioned above, a majority of
outreach participants expressed interest and willingness to convert on-street parking and one lane in each
direction to allow for wider sidewalks, trees and safe areas for riding bicycles on Blackstone. The notion of
redistributing space currently assigned to the use by automobiles to use by pedestrians, bicyclists, and transit
riders, became the basis for development of the initial, draft, and refined design concepts that were presented
to the community.

As a result, the following two strategies are at the core of the Complete Street Framework for Blackstone
Avenue/Abby Street Corridor:

= Rebalancing the allocation of space within the Blackstone Avenue/Abby Street rights-of-way.
=  Speed Management throughout the Corridor.


https://smartgrowthamerica.org/program/national-complete-streets-coalition/publications/what-are-complete-streets/
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Rebalancing the Allocation of Space within the Public Right-of-Way: As discussed in Chapter 2, those who
participated in the public outreach events for the study strongly favored that both, the walking and bicycling
conditions be improved along the length of the Corridor as opposed to improving the conditions for just one
of the two modes. On this basis, outreach participants favored initial concepts, particularly for the area south
of Shields Avenue, that reallocated space currently used for travel lanes and parking to accommodate the
desired pedestrian, bicycle, and placemaking improvements. Based on the City’s goals for the project area,
initial input from the community, and best practices for multi-modal street design, initial concepts for
rebalancing the Corridor’s public right-of-way were prepared and then further refined based on additional
community input and feedback from the Fresno Area Express (FAX), the Bicycle and Pedestrian Advisory
Committee, and the City’s Department of Public Works and the Development and Resource Management
Department.

In order to accommodate the envisioned pedestrian and bicycle improvements, the concept designs (see
Segment-Specific Recommendations below) include the removal of one travel lane in each direction, including
throughout the couplet area. This approach to gaining space within the existing right-of-way is supported by
an initial, high-level review of readily available traffic counts for traffic and turn volumes on the Corridor, the
City’s current level-of-service (LOS) related policies, and current and projected future traffic volumes on the
Blackstone Avenue/Abby Street and parallel corridors. Results of the analysis show that all of the roadway
segments along Blackstone Avenue are projected to operate at acceptable levels of service with the removal
of one (1) travel lane with the exception of the roadway segment between Clinton Avenue and McKinley
Avenue. It should be noted that the roadway segment will achieve acceptable levels of service through the
year 2035 (see Section 3.3 for an in-depth discussion).

Speed Management: The speed of traffic and the degree to which pedestrians and bicyclists are buffered from
fast moving traffic are key determinants for the level of comfort and safety persons experience that walk and
cycle on the Blackstone Avenue/Abby Street Corridor. The relationship between speed and pedestrian safety
has been examined in many studies. Figure E.7 specifically highlights the relationship between a vehicle’s
speed and a pedestrian’s chances of survival in case of being hit by a car. At 40 miles per hour, which is the
posted speed limit along the length of the Corridor, the chances of survival for a pedestrian hit is one in ten.
The figure also indicates that at lower speeds, the pedestrian survival rate exponentially increases.

Hit by a vehicle traveling at

Hit by a vehicle traveling at

5 out of 10 pedestrians survive,

Hit by a vehicle traveling at

Only 1 out of 10 pedestrians survive.

Figure E.7: Posted Speeds relationship with Pedestrian Safety.
Source: W.A. Leaf and D.F. Preusser, “Literature Review on Vehicle Travel Speeds and Pedestrian Injuries Among Selected Racial/Ethnic
Groups,” US Department of Transportation, National Highway Traffic Safety Administration (1999).



In addition to providing the safety benefits for pedestrians and bicyclists discussed above, the lowering of the
posted speed limit is also a factor in the envisioned reduction in the number of lanes (see Rebalancing the
Allocation of Space above) and in the desired increase in safe crossings across the Corridor.

Corridor-wide Recommendations

In addition to the core concepts of rebalancing the right-of-way and a reduction of the speed limit discussed
above, there are a number of design concepts and Complete Street best practices that are commonly
recommended for the type of urban street and transit corridor that is described in the City’s land use and
transportation goals.

Pedestrian and Bicycle-friendly Intersections: Improving the safety and convenience of conditions for
pedestrians and bicyclists at intersections is a critical component of the recommendations for corridor-wide
improvements.

Frequency of Safe Crossings: Future design and implementation phases for the envisioned near- and

long-term improvements should include the addition of new crosswalks with the goal to reduce the
distance between safe crosswalk locations initially from one quarter to one eighth of a mile, with
additional crosswalks later being added in between these locations where this is supported by future
development, as increased presence of pedestrians and bicyclists, and other criteria used by the City
of Fresno in their crosswalk warrant process.

A comprehensive study of all unsignalized dedicated left-turn lanes north of Hedges Avenue should
be conducted to support this goal. Such a study would determine which of the existing left-turn lanes
can be shortened or eliminated. In locations where left-turn lanes can be eliminated, the gained space
can be used for near-term and long-term improvements that include median refuges, landscaping,
and potential locations for the installation of a pedestrian hybrid beacons (PHBs).

Pedestrian and Bicycle-friendly Intersection Improvements: The following pedestrian-, bicycle-, and
transit-friendly intersection treatments that should be considered when the detailed designs for
intersections that are compatible with the Strategy’s overall Corridor vision are developed.

High visibility striping of crosswalks at signalized and unsignalized intersections
Directional curb ramps

Median refuges

Curb extensions (bulb-outs)

Tight corner curb radii

Pedestrian countdown signal heads?
Accessible pedestrian signals (APS)?

Leading Pedestrian Interval

Separate bicycle signal phase and signal heads
Protected intersections

Transit Signal Priority (TSP)3

O O O 0O O O O O O O O

During the future development of detailed plans for the near-term improvements described in this Strategy
(see Section 3.4), consideration should also be given to the following potential near-term intersection
treatment concepts:

1 This improvement has already been funded and will be implemented by the City of Fresno over the coming years.

% This improvement has already been funded and will be implemented by the City of Fresno over the coming years.

31sp already has been deployed along the Blackstone Avenue/Abby Street Corridor along with implementation of the BRT.
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= Use of interim treatments that utilize cost effective materials, such as paint and “soft-hit” plastic posts
(often referred to as “paint & plastic” improvements) to delineate the approximate locations of
permanent intersection improvements, such as curb extensions on cross streets, median refuges, and
other “islands” that buffer spaces occupied by crosswalks and bikeways (see Figure E.8).

= Creation of temporary median refuges for pedestrians at the end of existing median noses.

= Study of early implementation of pedestrian hybrid beacons (PHBs) in potential locations identified
in this Strategy.

Flg E.8: Example of soft-hit posts as curb-extensions, median-refuges

Universal Design: Universal design is different from the requirements set by Federal and State accessibility
standards in that it strives to exceed minimum requirements when doing so further increases accessibility and
usability of the respective environment for people of an even broader range of age and ability as compared to
an environment in which only ADA minimums are met. This Strategy will present improvements at the concept
design level, with most of the design details that determine the degree and quality of accessibility still needing
to be detailed during subsequent design phases. It is therefore important that the future detailed design of
the envisioned improvements, and particularly the design of the future intersection and crosswalk
improvements, incorporate accessibility features following best practices for accessibility of public rights-of-
way.

Streetscape Improvements: Street trees that provide shade and improved lighting are the streetscape
improvements identified during the community outreach events for this Strategy as most desirable. Both
provide a broad range of benefits to the overall street design and pedestrians and bicyclists in particular.

= New street trees should be planted along the length of the Corridor as illustrated in the long-term
cross sections.

= Pedestrian-scale light fixtures should be introduced along the length of the Corridor and
supplemented with additional fixtures of the same style where they already exist between Olive
Avenue and Highway 180.

= Pedestrian wayfinding signage should be introduced with implementation of the recommended long-
term pedestrian improvements in locations where pedestrian-oriented districts emerge along the
Blackstone/Abby Corridor and where civic destinations are located in proximity to existing BRT stops.

= Bicycle wayfinding signage should be introduced with implementation of the recommended long-
term bicycle improvements along the Blackstone/Abby Corridor.

11



=  Bicycle parking (e.g. bicycle racks) should be provided in locations along the Corridor where existing
or planned retail or civic uses attract larger numbers of cyclists.

The following is a list of opportunities for streetscape improvements that can be combined with the
recommended near-term improvements:

=  Work with property owners and civic institutions to explore the placement of Blackstone
Avenue/Abby Street-branded banners on new light posts that the City is installing in 2019.

=  Work with property owners to plant trees in existing landscape buffers adjacent to existing sidewalks.

=  Work with property owners to screen existing parking lots or paved areas backing onto the sidewalk
with low walls, greened fences, or trellises.

=  Work with property owners to create temporary “Pavement-to-Parks”-type improvements, such as
pop up parks, hosting of food trucks or small-scale local community events.

Transit Passenger Environment at FAX Q Line Stops: Under the envisioned long-term improvements, all existing
Q line’s Bus Rapid Transit (BRT) stops and amenities would be relocated to a new permanent transit passenger
area that is located next to the outermost travel lane. The relocated stops will provide an increased amount
of space to BRT passengers compared to current conditions.

Reducing the Number and Width of Driveways: As land uses along the Blackstone Avenue/Abby Street Corridor
redevelop and the street is reconfigured following the near- and long-term design concepts, it is
recommended to utilize access management strategies and tools that reduce the number of driveways along
the Corridor.

Segment-Specific Recommendations

In addition to the corridor-wide improvements outlined above, the Strategy’s Complete Streets Framework
includes near- and long-term design concepts and recommendations for multi-modal improvements that are
specific to the identified corridor segments and sub-segments (where applicable):

= North of Shields (Dakota Avenue to Shields Avenue)
=  Shields Avenue to Hedges Avenue
= Hedges Avenue to Highway 180

North of Shields Avenue

The envisioned long-term improvements include the introduction of a two-way separated bikeway on the west
side of the street, reconfigured or widened sidewalks, a widened landscape median, and potential future
implementation of a traffic signal or pedestrian hybrid beacon (HAWK) at Garland Avenue. Space for these
improvements is gained by reducing the number of travel lanes in each direction from three to two and by
removing the parking lane on the west side of the street. If it is determined during future planning and design
phases that two one-way separated bikeways located on each side of the street are preferable over the
recommended two-way approach, such a configuration can also be accommodated within the existing right-
of-way.

12



Near-term Improvements
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Table E.1 provides an overview of all near and long-term improvements recommended for this segment of the
Blackstone/Abby Corridor.

Near Term Improvements Long Term Improvements
Locations

Segment: Dakota Avenue to Shields Avenue (Shields/Manchester Activity Center)

e Reduce posted speed to 30 mph e Reduce posted speed to 30 mph (if not already
e Construct per near-term concept reduced under Near-term Improvements)
e Construct per long-term concept and results of
Overall Corridor Pilot Project and additional studies.
ROW Option 1: without on-street parking and option for

Transit Only lane
Option 2: with on-street parking and option for
Transit Only lane

e Two-way separated bikeway with striped e QOption 1: Raised 16’ two-way separated bikeway,
buffer and vertical delineators on west or
side and (for comparative testing) an e Option 2: Raised 12’ two-way separated bikeway
Bike additional separated bikeway on east side e Or, if preferred after further study: two one-way

separated bikeways
e Bicycle wayfinding signage (per MUTCD)
e Provide bicycle parking

e Encourage private property owners to e 10’-wide sidewalks with 6’ tree-lined landscape
screen adjacent parking lots and plant buffer
Pedestrian trees in adjacent landscape buffers e Pedestrian wayfinding signage along pedestrian

routes between BRT stops and key civic and other
destinations
e Add banners to existing roadway fixtures e Segment-themed streetscape design to enhance

image of regional retail center (new palm and
shade trees, pedestrian-scale lighting)

e Option 1 (no parking): 20’-wide (10’ next to turn-
lane) median with trees

e Option 2 (with parking/flex lane): 16’-wide (6’ next
to turn-lane) median with trees

e Option 1 (no parking): 20’-wide (10’ next to turn-
lane) median with trees

e Option 2 (with parking/flex lane): 16’-wide (6’ next
to turn-lane) median with trees

Streetscape

e Use paint & plastic improvements to e Study adding new signal at Blackstone/Garland
enhance crosswalks and outline painted e Improve Dakota and Shields Ave intersections to
curb extensions and median refuges transition bicycle traffic

Intersections e Develop enhancements for Dakota and e Improve signal phasing to support pedestrians,
Shields Ave intersections to support bicycles, and transit vehicles

transition of bicycles between one and
two-way separated bikeways and bicycle
facilities on Dakota and Shields
n/a e Option 2: Includes potential conversion of 10’
Transit parking/flex lane to Transit Only lane (depending
on outcome of Pilot Project)

14



Shields Avenue to Hedges Avenue

The envisioned long-term improvements include the introduction of separated bikeways on either side of the
street, widened sidewalks, and widened landscape medians in locations where dedicated left-turns are
eliminated or shortened. Space for these improvements is gained by reducing the number of travel lanes in
each direction from three to two and by removing the parking lane on the west side of the street. In addition,
the cross section includes 6-foot wide sidewalk easements on either side of the street. This easement is
already required by the City’s Development Code for new development along Blackstone Avenue for the

purpose of widening sidewalks along the street.
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Figures E.10: Shields to Hedges Near-term & Long-Term Sections (facing North)

15



Table E.2 provides an overview of all near and long-term improvements recommended for this segment of the
Blackstone/Abby Corridor.

Locations

Segment: Shields Avenue to Hedges Avenue (Shields/Manchester & Weldon/FCC Activity Centers)

Sub-Segment #1: Shields to McKinley Avenue

Overall Corridor
ROW

Bike

Pedestrian

Streetscape

Intersection
Improvements

Transit

e Reduce posted speed to 30 mph
e Construct per near-term concept

Parking-separated bikeways with striped
buffer/vertical delineators

Encourage private property owners to
screen adjacent parking lots and plant
trees in adjacent landscape buffers

Add banners to existing roadway fixtures
to announce FCC Campus/ Activity
Center/events

Reconstruct as sidewalk abandoned or
extraneous driveways

Use paint & plastic improvements to
enhance crosswalks and outline painted
curb extensions and median refuges

Temporarily extend bus stop platform to
travel lane or stripe pullout with bikeway
going behind shelter (where feasible)

Sub-Segment #2: McKinley to Hedges Avenue

Overall Corridor
ROW

Bike

Pedestrian

e Reduce posted speed to 30 mph
e Construct per near-term concept

Parking-separated bikeways with striped
buffer/vertical delineators

Close sidewalk gaps

Improve existing sidewalk surfaces, and
clearly mark sidewalk area where
covered with asphalt

Encourage private property owners to
screen adjacent parking lots and plant
trees in adjacent landscape buffers
Reconstruct as sidewalk abandoned or
extraneous driveways

Reduce posted speed to 30 mph (if not already reduced
under Near-term Improvements)

Construct per long-term concept and results of Pilot
Project and additional studies.

Raised separated bikeways with 4’ buffers on parking and
sidewalk side

Bicycle wayfinding signage (per MUTCD)

Provide bicycle parking

11’-wide sidewalks (inclusive of 6’ easement on private
property (as required for new development)
Pedestrian-scale lighting and shade trees

Install signalized (signals/PHBs) crosswalks to reduce
distances between crosswalks to an eighth of a mile
Create highly visible gateway feature at near
Blackstone/Weldon intersection to identify major entry
to FCC campus

Create pedestrian- and transit-oriented district by
establishing segment-themed streetscape design
(signature trees, light fixtures, wayfinding signage,
furnishings, banners)

Where feasible, eliminate and shorten left turns off
Blackstone to create wider medians

Add trees in new medians

Study potential new signalized intersection at
Blackstone/University Ave

Improve signal phasing to support pedestrians, bicycles,
and transit vehicles

Bus stop bulb-outs with bikeways behind, or

Convert 10’ parking lane to transit-only lane (depending
on outcome of Pilot Project)

Reduce posted speed to 30 mph (if not already reduced
under Near-term Improvements)

Construct per long-term concept and results of Pilot
Project and additional studies.

Raised separated bikeways with 4’ buffers on parking and
sidewalk side

Bicycle wayfinding signage (per MUTCD)

Provide bicycle parking where pedestrian-oriented
districts or nodes develop

11’-wide sidewalks (inclusive of 6’ easement on private
property (as required for new development)
Pedestrian-scale lighting and shade trees

Install signalized (full/signals/PHBs) crosswalks to reduce
distances between crosswalks to an eighth of a mile
Wayfinding signage should be considered where
pedestrian-oriented districts or nodes develop and along
pedestrian routes between BRT stops and key civic and
other destinations
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Locations

e Use banners to announce Blackstone e Where feasible, eliminate and shorten left turns off
Streetscape Avenue and events Blackstone to create wider medians
e Add trees in new medians
e Use paint & plastic improvements to e Improve signal phasing to support pedestrians, bicycles,
. enhance crosswalks and outline painted and transit vehicles
Intersection . . - -
curb extensions and median refuges o Explore feasibility of reconfiguring merge of
Improvements S .
Blackstone/Abby into intersection or two-lane
roundabout (also see Hedges to Highway 180 below)
e Temporarily extend bus stop platform to e Bus stop bulb-outs with bikeways behind, or
Transit travel lane or stripe pullout with bikeway = e Convert 10’ parking lane to transit-only lane (depending
going behind shelter (where feasible) on outcome of Pilot Project)

Hedges Avenue to Highway 180

The envisioned long-term improvements include the introduction of a separated bikeway on both streets,
pedestrian-scale lighting, on-street parking on both sides, and widened sidewalks. Space for these
improvements is gained by reducing the number of travel lanes in each direction from three to two travel
lanes and by narrowing the existing wide lanes to 10" and 11’ respectively.
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Figures E.11: Hedges Ave to Highway 180 — Abby Sections (facing North)
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Figures E.12: Hedges Ave to Highway 180 — Blackstone Sections (facing North)

Table E.3 provides an overview of all near and long-term improvements recommended for this segment of the
Blackstone Avenue and Abby Street sub-segments of the couplet.

Mode &
3 Near Term Improvements Long Term Improvements
Locations

Segment: Hedges Ave to Highway 180 (Olive/Tower Gateway Activity Center)
Sub-Segment #1: Abby Street

e Reduce posted speed to 30 mph e Reduce posted speed to 30 mph (if not already
Overall Corridor e Construct per near-term concept reduced under Near-term Improvements)
ROW e Construct per long-term concept and results of
Pilot Project and additional studies.
o Parking-separated bikeways with striped o Raised separated bikeways with buffers on
Bike buffer/vertical delineators on east side of parking and sidewalk side
street
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M
OdF & Near Term Improvements Long Term Improvements
Locations

Pedestrian

Streetscape

Intersections

Transit

e Improve existing sidewalk surfaces

o Work with property owners to reduce
encroachment on sidewalks

e Reconstruct as sidewalk abandoned or
extraneous driveways

e Use banners to announce Activity Center
and events

e Plant supplemental trees along sidewalks

e Use paint & plastic improvements to
enhance crosswalks and outline painted
curb extensions and median refuges

e Temporarily extend bus stop platform to
travel lane or stripe pullout with bikeway
going behind shelter (where feasible)

Sub-Segment #2: Blackstone Avenue

Overall Corridor
ROW

Bike

Pedestrian

Streetscape

Intersections

Transit

e Reduce posted speed to 30 mph
e Construct per near-term concept

o Parking-separated bikeways with striped
buffer/vertical delineators on west side of
street

e Improve existing sidewalk surfaces

e Work with property owners to reduce
encroachment on sidewalks

e Reconstruct as sidewalk abandoned or
extraneous driveways

e Use banners to announce Activity Center
and events
e Plant supplemental trees along sidewalks

e Use paint & plastic improvements to
enhance crosswalks and outline painted
curb extensions and median refuges

e Temporarily extend bus stop platform to
travel lane or stripe pullout with bikeway
going behind shelter (where feasible)

11’- to 15’-wide sidewalks

Pedestrian-scale lighting and shade trees

Install enhanced (RRFBs/PHBs) crosswalks to
reduce distances between crosswalks to an eighth
of a mile

Create pedestrian- and transit-oriented district by
establishing segment-themed streetscape design
(signature trees, light fixtures, furnishings,
banners)

Explore gateway at merge of Blackstone/Abby
Install signalized PHBs or RRFBs at select
crosswalks between existing signalized
intersections

Improve signal phasing to support pedestrians,
bicycles, and transit vehicles

Explore feasibility of reconfiguring merge of
Blackstone/Abby into intersection or two-lane
roundabout

Bus stop bulb-outs with bikeways behind, or
Convert 10’ parking lane to transit-only lane
(depending on outcome of Pilot Project)

Reduce posted speed to 30 mph (if not already
reduced under Near-term Improvements)
Construct per long-term concept and results of
Pilot Project and additional studies.

Raised separated bikeways with buffers on
parking and sidewalk side

Bicycle wayfinding signage (per MUTCD)

Provide bicycle parking

10’ to 15’ wide sidewalks

Supplemental pedestrian-scale lighting and shade
trees

Install enhanced (RRFBs/PHBs) crosswalks to
reduce distances between crosswalks to an eighth
of a mile

Create pedestrian- and transit-oriented district by
establishing segment-themed streetscape design
(signature trees, light fixtures, wayfinding
signage, furnishings, banners)

Improve signal phasing to support pedestrians,
bicycles, and transit vehicles

Explore feasibility of reconfiguring merge of
Blackstone/Abby into intersection or two-lane
roundabout

Bus stop bulb-outs with bikeways behind, or
Convert 10’ parking lane to transit-only lane
(depending on outcome of Pilot Project)
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Implementation and Funding Strategy

The Southern Blackstone Smart Mobility Strategy provides the foundation for a series of future steps to
implement the community’s vison for changes along the Blackstone Avenue/Abby Street Corridor.

The concept designs presented in this Strategy have been created to be both clear in their incorporation of
pedestrian, bicycle, and streetscape improvements and flexible in their dimensional composition, so that
findings from future further evaluation of the concepts for near- and long-term improvements can be
addressed by making refinements to rather than drastically altering the community’s vision.

A key aspect of the proposed implementation strategy is to implement a low-cost version (Pilot Project) of the
envisioned permanent (long-term) improvements in the near future (3 to 5 years) and to test and evaluate
these near-term improvements for their viability and functionality prior to committing significant capital funds
for construction of the long-term improvements. This approach results in an implementation process that:

e s sensitive to the community’s desire to see improvements to the Blackstone Avenue/Abby Street
Corridor in the near-term;

o |sflexible because it allows for conceptual refinements and modifications informed by findings from
testing and evaluating the envisioned improvements through Pilot Project(s);

o s flexible with respect to funding and phasing because it allows for the incremental implementation
of long-term improvements while near-term improvements, if implemented along the length of the
Corridor, provide a baseline-level of the desired improvements.

The Pilot Project also serves the purpose of testing whether the Corridor meets the City’s multi-modal
performance goals for transit corridors that serve activity centers even if one travel lane in each direction is
removed. It is recommended that this assumption be tested and evaluated through a comprehensive
assessment of a range of multi-modal performance criteria, including a detailed traffic study. It is
recommended that the Pilot Project be based on the Near-term Improvements outlined in this Strategy. The
assessment can serve to determine:

1. The viability and functionality of the recommended Near-term Improvements;

2. The need for potential refinements or modifications to the design concepts for Near-term
Improvements;

3. The potential for expanding the construction of Near-Term Improvements along other segments of
the Corridor;

4. The viability of moving forward with refining the design of the envisioned Long-term Improvements,
which are based on the same key assumptions as the Near-term Improvements.

In order to test the functionality and viability of a separated bikeway on Blackstone Avenue, which is not
currently included in the City’s network of bicycle facilities, it is recommended to locate the Pilot Project in an
area of the Corridor that ties into existing east-west bicycle connections and where the new bikeway can serve
bicycle trips to destinations along Blackstone Avenue. These conditions are met by the Corridor segment
between Shields and McKinley Avenues, both of which have existing bicycle lanes. At either end, the segment
is anchored by a major land use that has the potential to generate bicycle trips. The Manchester Center,
located at the northern end of the segment, is a major destination for potential bicycle trips and the Fresno
City College (FCC) campus, located at the southern end, is a potential major generator for bicycle trips up and
down the Pilot Project area.

The table below provides a summary of implementation steps involved in the further planning, design, and
funding of the envisioned near- and long-term improvements:
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Step 1

Step 2

Step 3

Step 4

Step 5

Step 6

Step 7
Step 8

Table E.4.: Implementation Steps

Finalize extent of segment where to test Near-Term Improvements as Pilot Project
(Recommended: Shields Avenue to McKinley Avenue).

Identify detailed multi-modal performance criteria for comprehensive evaluation of near-
term improvements with respect to all modes and other evaluation criteria during Pilot
Project phase.

Identify funding source(s) for detailed design, environmental clearance, construction, and
evaluation of Pilot Project. Prepare detailed design and construction documentation,
conduct speed study to lower posted speed limit to 30 miles per hour (in one or two steps
as discussed in Section 3.1).

Construct Pilot Project between Shields and McKinley Avenues and conduct comprehensive
evaluation of multi-modal performance criteria.

Decide on future implementation steps based on outcomes of evaluation of Pilot Project(s):

e Make refinements and potential modifications to design approach for Near-Term
Improvements prior to continuation or expansion of improvements

e Study potentially expansion of Near-Term Improvements to other segments or the
entire Corridor

e Make potential modifications to design approach for community’s Long-Term Vision
Improvements

Identify funding source(s) for detailed design, environmental clearance, and construction of
Corridor blocks or segments slated for implementation of Long-Term Improvements.
Prepare detailed design and construction documentation (based on outcomes of Pilot
Project and modifications based on Evaluation results).

Prepare detailed design and construction documentation for Long-Term Improvements

Construct blocks or segments of Long-Term Improvements

Level-of-Magnitude Construction Costs

The overview of level-of-magnitude construction costs reflected in 7able £.5below serves the sole purpose of
conveying a general sense of the magnitude of capital funds needed to construct the envisioned
improvements and to inform the process of identifying suitable funding sources.

Table E.5 Level-of-Magnitude Costs for Near- and Long-Term Improvements

Near term Improvements Shields Avenue to McKinley Avenue (Pilot Project)

$2.8 million (including 25% contingency and soft costs*)

Near term Improvements Corridor wide (Dakota Avenue to Highway 180)

$3.3 million (including 25% contingency and soft costs*) Includes no new HAWK signals

S5.0 million (including 25% contingency and soft costs*) Includes 5 locations for construction of new

HAWK signals
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Long term Improvements for One Block and the Two Adjacent Intersections (NORTH of Hedges)

$2 million (including 35% contingency and soft costs*)

Long term Improvements for One Block and the Two Adjacent Intersections (Blackstone or Abby)

$1.3 million (including 35% contingency and soft costs*)

Long term Improvements Corridor wide (Dakota Avenue to Highway 180)

S53 million (including 35% contingency and soft costs*)

* includes cost for Scoping (3%), CEQA (5%), Design (15%), and Construction & Engineering Administration (15%)

Funding Strategy

Funding strategies to implement the concept design will require accessing a variety of revenue sources for
further project design and engineering, construct a Pilot Project, and effect the ultimate improvements.
Funding source availability will vary based on project phase, with already completed Pilot Project
improvements potentially contributing to corridor revitalization activity that generates additional long-term
funding and financing opportunities. The funding strategy will therefore require a committed near-term effort
to securing grant and other funding for early improvements, as well as near-term implementation of funding
and financing mechanisms that will generate longer-term funding for the ultimate improvements as the
corridor revitalizes.

With consideration to the various funding approaches and sources described above, this section offers near-
term recommendations to secure funding for initial phases and to establish longer term funding mechanisms
that may help to fund the ultimate corridor improvements:

1. Pursue Grant Funding. With a primary focus on Fresno COG administered programs, the City should
aggressively pursue all viable sources of grant funding to secure funds for additional planning efforts
as well as capital improvements.

2. Engage with industry representatives to evaluate the potential for industry-based public-private
partnership. The City should immediately engage with private sector active transportation and e-
scooter providers to determine if private sector participation in funding active transportation
improvements in exchange for regulatory relief or market access is a viable approach.

3. Evaluate Feasibility of EIFD/CRIA formation. In the near term, the City should conduct additional
analysis to evaluate the property tax increment revenue generation potential of an EIFD or CRIA
district as well as the overall feasibility of district formation. The revenue-generating potential of
these mechanisms is a longer-term prospect, as it may take many years for property tax revenue
growth to reach significant threshold levels. The City should, however, consider and evaluate if
implementation of these tax increment mechanisms should occur in the nearer term, such that the
district can capture property value increases associated with current and near-term revitalization
activities (e.g., Manchester Center).

4. Consider PBID or Multifamily Improvement District Formation. Working with existing community
development and outreach infrastructure and organizations, the City should evaluate the viability and
likelihood of successful implementation of a PBID, Multifamily Improvement District, or other similar
community benefit district. These types of districts typically fund services and community
revitalization efforts that may stimulate additional investment and associated development-based
revenues, but funds may also be used to fund capital improvements. Outreach to the community
should explore stakeholder preferences with regard to how assessment revenues are programmed.

22



5. Develop a comprehensive strategy to revitalizing the Blackstone Avenue Corridor. Corridor
improvements and increased private investment activity and revitalization are mutually beneficial and
have the potential to generate a self-reinforcing cycle of investment and public improvements. New
market rate development activity can generate revenues to support Blackstone Corridor
improvements, and investments in the public realm create a more attractive development
environment. With this synergy in mind, the City should establish a comprehensive economic
development, community revitalization, and land use planning strategy for the corridor that identifies
additional approaches, mechanisms, and partnerships to catalyze private investment and urban
renewal.

These recommendations reflect near-term actions that may assist the City to implement the Southern
Blackstone Smart Mobility Project. Over the longer term, the viability of additional funding approaches (such
as development impact fees or value capture mechanism) may improve as revitalization activity takes hold.
The City should continually reevaluate viable funding mechanisms and catalytic approaches to funding the
envisioned improvements
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1. Introduction

The Southern Blackstone Smart Mobility Strategy (Strategy) identifies the community’s near and long-
term vision for future multimodal transportation and streetscape improvements along the Blackstone
Avenue/Abby Street Corridor (also referred to as the Blackstone/Abby Corridor or Corridor) to improve
safety and comfort conditions for pedestrians and bicyclists, people accessing and riding transit as well
as drivers. The improvements discussed in this Strategy are also intended to support the City’s goals for
the economic revitalization and redevelopment of three activity centers along the Blackstone
Avenue/Abby Street Corridor between Dakota Avenue and State Route 180 (commonly referred to as
Highway 180).

North Blackstone Avenue stretches from the northern edge of Downtown and runs due north for about
nine miles to the northern suburban neighborhoods of Fresno. The section of the Corridor within the
study area of the Southern Blackstone Smart Mobility Strategy comprises the sub-section of North
Blackstone Avenue located between Dakota Avenue in the north and Highway 180 in the south and
includes the one-way sections of Blackstone Avenue and Abby Street between Hedges Avenue and
Highway 180.

This draft Strategy documents the community-driven process and efforts invested by members of the
local community, the City of Fresno and its Project Partners, Fresno Metro Ministry and the Local
Government Commission (LGC), the City’s Consultant Team, and numerous local stakeholders in
developing a Complete Streets Framework and envisioning design concepts and concept options for near
and long-term improvements that aim to increase the effective range of public transit and to serve the
needs of all modes* and users, particularly bicyclists and pedestrians. The Strategy also includes a locally
feasible implementation phasing and funding strategy.

The Strategy document is organized into four sections:

1. Introduction: Provides background information about the project’s purpose and draft goals, and
a summary of the report structure.

2. Outreach & Community Engagement: Provides a summary of the outreach effort and public
engagement activities conducted as part of the project.

3. Complete Street Framework and Design Concepts: Describes recommended strategies and design
concepts for corridor-wide and segment based multi-modal and streetscape improvements,
including conceptual near-term and long-term street cross-sections.

4. Implementation and Funding Strategy: Outlines the approach to implementing the envisioned
near-term and long-term concepts, level-of-magnitude construction costs, and possible
implementation funding sources and strategies.

The Southern Blackstone Smart Mobility Strategy project is funded primarily through the Sustainable
Transportation Planning grant from the State of California Department of Transportation (Caltrans).

4 A (travel) mode represents a means of transportation, such as driving, taking transit, biking, or walking.
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1.1 Corridor History

North Blackstone Avenue stretches from the northern edge of Downtown and runs due north for about
nine miles to the northern suburban neighborhoods of Fresno. Of this stretch, the study area
encompasses the sub-section of between Dakota Avenue in the north and Highway 180 in the south.

i Blackstone Avenue initially
3 r'S}_E}?ParK‘N = provided access to a
Lol ‘ T @ residential enclave built for
wealthy attorneys in the late

) L ‘ HERL ‘r'_,‘l i 1800s, which is why it was
’"‘“'*’W""”'WOH o BBl ehE E named after the famous
Wy = - = English jurist Sir  William
‘ & Blackstone. Early in the 20th

: e century, when streetcars
— -G (=1, fostered the development of
| 3 . = commercial uses and middle-
L o L& [ class neighborhoods in
‘ © >~ %" Jocations that stretched
il e N further and further north, the
a0 “ Corridor became an important

link to places north of Fresno,

5 B = DR, Fresno such as Madera County and
@ Yosemite. At that time
‘ — g Blackstone Avenue became
| Exll part of State Route 41. As a

— )

@ =

‘ \, o I :_.‘T’

Pratton

18

L

\&/

@

‘ @  Fow consequence, the street was
:l South Blackstone Study Area *}— rf \J *[7 widened to meet the
Blackstone Corridor \ T dimensional standards for
L@ | highways of the time. After

[—— —I 1 .
World War Il commercial
Figure 1.1: Project Location (Source: Base map — Google Maps) development along the

Corridor thrived and included
the large Manchester Center, Fresno’s first major, suburban shopping center and a multitude of smaller
strip mall developments. The first McDonald's franchised by Ray Croc located on Blackstone in 1955.

With construction of today’s State Route 41 freeway one quarter mile to the east of Blackstone Avenue,
the Corridor was removed from the state route system and is now owned and operated by the City of
Fresno.

1.2 Existing Conditions Summary

Land Use Context

The larger Blackstone Avenue corridor is currently the most prominent major street connecting the
Downtown area to the northern areas of Fresno, including the major commercial centers concentrated
between Herndon and Nees Avenues. As such, the land use policy framework of the Fresno General Plan
(also see Section 1.3) emphasizes rehabilitation, intensification, and reuse of vacant and underutilized
land along the length of Blackstone Avenue and Abby Street in the study area. For the area south of
Shields Avenue, Fresno’s Development Code designates the vast majority of properties fronting onto
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Blackstone Avenue and Abby Street as Neighborhood Mixed-Use (NMX). The area north of Shields
Avenue is designated as a mix of Regional Mixed-Use (RMX) and Commercial Regional (CR). The
development and design standards for the primary zoning type, Neighborhood Mixed-Use (NMX), allow
and encourage a mix of housing, retail, office, and active public spaces in a pedestrian-oriented
environment. The policy framework’s intention is to transform the formerly auto-oriented Corridor into
transit-oriented street with a vibrant, diverse, and attractive mix of pedestrian-oriented retail, office, and
residential uses in order to achieve an active social environment within a revitalized streetscape. A critical
part of the Corridor’'s transformation from an auto-oriented to a transit-oriented street was the
implementation of the first phase BRT route (Fax ‘Q’) in the City of Fresno, which went into operation in
2018.

Based on the General Plan’s policy framework, the request for proposals (RFP) for the Southern
Blackstone Avenue Smart Mobility Strategy identified the following three activity centers along the
Blackstone/Abby Corridor:

o Shields/Manchester Activity Center - includes the Manchester Center Mall and extends from
Dakota Avenue to Princeton Avenue.

. Weldon/Fresno City College Activity Center — includes Radcliff Stadium, and Fresno City
College, covering the corridor from Princeton Avenue to Hedges Avenue.

. Olive/Tower Gateway Activity Center — includes the One-way couplet, the Susan B Anthony

elementary school, and ends at the Highway 180 Freeway overpass.

These activity centers acknowledge that different areas of the Corridor provide varying opportunities for
future change based on the mix of existing and envisioned future land uses, average parcel size and
depth, access conditions, and other land use and transportation characteristics.

Existing land uses along the 2.5-mile long Corridor in the study area include nearly 1,000 small and mid-
size businesses, vacant sites, and many buildings in need of renovation. A majority of the legacy retail
and commercial uses are auto-oriented and include car sales, service, and repair establishments.
Currently known proposed development projects along the Corridor include affordable housing and
mixed-use infill development projects in several locations (see Figure 3.11). Several public uses depend
on the Blackstone/Abby Corridor for access, including schools, parks, and institutions. This includes the
Fresno City College campus, the JE Young Academic Center, and the Susan B. Anthony elementary school,
all of which are located directly adjacent to the Corridor. The Design Science early high school, Fort Miller
middle school, Heaton elementary school and Lafayette Park being located just a short distance off the
Corridor.

Multi-modal Conditions

The multimodal conditions along the Blackstone/Abby Corridor were largely shaped by its past function
as a state highway during a time period and under a street design paradigm that favored allocating right-
of-way space to ensure the flow of automobile traffic and treated the needs of pedestrians and bicyclists
as an afterthought.

Pedestrian and Bicycle Conditions

The allocation of most of the available public right-of-way to vehicular traffic (see Figure 1.2) has resulted
in poor bicycling and walking conditions along the majority of the Corridor. The list below summarizes
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Figure 1.2: Existing Condiitions along Southern Blackstone Avenue

key characteristics of the existing conditions for people walking and bicycling along the Blackstone/Abby
Corridor:

. With an average width of 6 feet, the majority of sidewalks north of Olive Avenue are too
narrow and too exposed to fast-moving vehicular traffic to be comfortable and inviting to
pedestrian travel.

. Gaps in sidewalk continuity north and south of Hedges Avenue significantly impede
pedestrian travel from the couplet portion of the Corridor to Blackstone Avenue.

. A gap in sidewalk continuity and lack of pedestrian gates on the east-side of Blackstone
Avenue at the railroad crossing creates a pedestrian safety hazard.

. Sidewalk areas safe for pedestrian travel are poorly defined throughout the auto-oriented
business frontages between McKinley and Olive Avenue.

. With few exceptions in the couplet area, the majority of the Corridor lacks any streetscape

elements that promote pedestrian comfort and a sense of place. In particular, the lack of
street trees, pedestrian-scale lighting, and other amenities (e.g. seating, trash receptacles,
and wayfinding signage).

. The distances between signalized crosswalks are excessive and inconvenient (over one-
quarter mile in most locations), and potentially the reason for frequently observed
pedestrians walking across the street mid-block and at unsignalized locations .

o Bicyclists have to share the outermost travel lane with fast moving traffic.
o The Corridor lacks bicycle amenities, such as bicycle parking or wayfinding.
o Based on Fresno’s Active Transportation Plan, the Corridor currently has a high Bicycle Level

of Stress rating, with conditions acceptable only to “strong and fearless” riders®.

5 The ATP defines the Bicycle Level of Traffic Stress as follows: Bicycle level of traffic stress (LTS) criteria span from
1to 4, with 1 being the least stressful and 4 being the most stressful: LTS 1: Most children and older adult riders
can tolerate this level of stress and feel safe and comfortable. LTS 1 roadways typically require more separation
from traffic. LTS 2: This is the highest level of stress that the mainstream adult population will tolerate while still
feeling safe. LTS 3: Bicyclists who are considered “enthused and confident” but still prefer having their own
dedicated space for riding will tolerate this level of stress and feel safe while bicycling. LTS 4: For bicyclists, this is
tolerated only by those characterized as “strong and fearless,” which comprises a small percentage of the
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. Traffic speeds are high and the leading cause for the majority of accidents.

. Cars traveling at the posted speed of 40 mph are statistically associated with a rate of injuries
and casualties that is significantly higher compared to the rates associated with lower speeds
(see Figure 3.6 on page 31).

. Most curb ramps are not directional and absent in a number of locations (e.g. where alleys
intersect the Corridor). Wide and frequent driveways create sidewalk cross slopes that
impede travel by wheel chair.

. Based on the current conditions, the Corridor is does not support use by bicyclists and
pedestrians of all ages and abilities.
. The above conditions reduce the incentives for residents in nearby neighborhoods, Fresno

City College, and customers of stores to utilize the new Fax’ Q service and other local transit
routes to businesses and destinations along the Blackstone Avenue Corridor.

The conditions listed above notwithstanding, bicycle and pedestrian counts conducted for this Study (in
May 2018), indicate that a significant number of people choose to or depend on traveling the Corridor
by bicycle and on foot. Improvements to the safety and comfort of bicyclists and pedestrians would be
expected to provide better service to the existing pedestrians and bicyclists, as well as attract additional
trips through a change in the mode of travel, particularly for very short trips. In addition, it is expected
that improvements to pedestrian facilities would support travel by transit, since walking to and from
bus stops at the origin and destination end of travel are key consideration in trips made by transit.

Transit Conditions

Since early 2018, the length of Blackstone Avenue/Abby Street is serviced by the City’s first Bus Rapid
Transit (BRT) Route 1, also referred to as the “Q”, which provides bus service at 10-minute headways at
peak hour during weekdays and 15-minute headways on weekends. There are a total of seven BRT
stops along the Blackstone/Abby Corridor, including the Manchester Transit Center, located on
Blackstone Avenue at the Manchester Mall north of Shields Avenue. Some stretches of Blackstone
Avenue also include local bus services. Several of the BRT stops are located where stops-adjacent
sidewalks are narrow. The already described challenging conditions for persons walking along the
Corridor, negatively impact access to transit for current and prospective bus riders. Improvements to
these conditions would be expected to provide significant benefits also to transit riders accessing bus
stops on foot, with the potential co-benefit of attracting additional ridership to the BRT.

The presence of BRT service along Blackstone Avenue presents both an opportunity and a challenge.
The opportunity is that implementation of further multimodal improvements and the mid and long-
term intensification of land uses has the potential to increase ridership of the Q and may warrant
further service enhancements. The challenge is that if the number of through lanes is reduced along
Blackstone Avenue, the resulting increases in intersection delay could also affect travel times for BRT
buses.

Vehicle Traffic Conditions

The Blackstone Avenue/Abby Street Corridor is an important north-south route for automobiles and
transit. It is also a designated truck route. The posted speed limit for both streets is 40 mph. At the
southern end of the project area, Blackstone Avenue and Abby Street both connect to State Route 180

population. These roadways have high speed limits, multiple travel lanes, limited or non-existent bike lanes and
signage, and large distances to cross at intersections.
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via loop ramps. Three of the Corridor’s major east-west cross streets — Olive, McKinley and Shields
Avenues — connect to State Route 99 to the west and two — McKinley and Shields Avenues — connect to
State Route 41 to the east. South of Hedges Avenue, Blackstone Avenue and Abby Street function as a
one-way couplet, with traffic on Blackstone Avenue traveling in the southbound direction and
northbound traffic traveling on Abby Street.

A substantial number of accidents (53) were reported along the corridor for the period from 2013 to
2017. Of the accident causes, unsafe speeds, improper turns, and auto right-of-way (yielding) issues
stand out as primary causes of the types of accidents. The roadway segments between Dakota and
Shields Avenues (along the Manchester Center) and just south of the Burlington Northern Santa Fe (BNSF)
railroad crossing have a relatively higher number of accidents than other locations along the Blackstone
Avenue corridor.

The current volumes of traffic along the Blackstone Avenue corridor and parallel north-south streets
operate below capacity considering existing (2018) Average Daily Traffic (ADT) volumes. The total excess
capacity along the Corridor and parallel north-south streets is 87,000 vehicles per day considering existing
traffic volumes. The projected levels of traffic in the Year 2040 will yield an excess capacity of 61,300
vehicles per day considering Blackstone Avenue’s current roadway configuration. The roadway segments
evaluated along the Corridor (Dakota Avenue to Highway 180) are projected to operate at acceptable
levels of service even if one (1) travel lane were to be removed in order to provide space for
improvements that increase pedestrian and bicycle safety and comfort. An exception to this finding is the
roadway segment between Clinton Avenue and McKinley Avenue, which under the same assumptions
achieves acceptable levels of service through the year 2035. It should also be noted that Heavy turn
volumes at key intersections (Shields, Clinton, and McKinley Avenues) need to be accommodated in any
redesign of the Corridor.

An in-depth discussion of the feasibility of reducing the number of travel lanes by one lane in each
direction and further details about existing traffic, pedestrian, and bicycle volumes along the Corridor can
be found under Section 3.3.

Planned Transportation Improvements

Following is an overview of currently planned transportation improvements within the study area:

e Pedestrian Countdown Equipment and Accessible Pedestrian Signals along the BRT Route (ATP
funded).

e Midtown Trail Project — This project includes a proposed trail along the Herndon Canal the will
connect to a 7.1-mile segment from Blackstone and Shields to the Clovis Old Town Trail. That
leg of the project is also funded by ATP and runs on Shields from Blackstone to Clovis.

e New traffic signal, including signalized crosswalks, at the Floradora Avenue intersection.

o New traffic signal, including signalized crosswalks, at the Webster Avenue intersection.

e Undergrounding of overhead utilities between SR 180 and Clinton Avenue.

1.3 Planning and Policy Context

The Southern Blackstone Smart Mobility Strategy, its Complete Streets Framework, and the design
concepts presented in this document are a direct outcome of and continued support for a range of state,
regional, and local policies, goals, and objectives.
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City of Fresno General Plan

The City’s 2014 General Plan establishes guidance for the future planning in the City of Fresno through
the year 2035 and beyond. Of critical relevance to the Southern Blackstone Smart Mobility Strategy and
the concepts presented herein are the following objectives:

Complete Streets Concept Implementation: Provide transportation facilities based upon a Complete
Streets concept that facilitates the balanced use of all viable travel modes (pedestrians, bicyclists,
motor vehicle and transit users), meeting the transportation needs of all ages, income groups, and
abilities and providing mobility for a variety of trip purposes, while also supporting other City goals.
Implementation actions will include:

o Meeting the needs of all users within the street system as a whole; each individual street
does not need to provide all modes of travel, but travel by all modes must be
accommodated throughout the Planning Area;

o Continuing to adopt refined street cross-section standards as appropriate in response to
needs identified;

o Considering the impact of streets on public health by addressing storm water runoff
quality, air quality, and water conservation among other factors; and

o Adhering to the water efficient landscape standards adopted by the City for median and
streetscape plantings and irrigation methods.

[Source: City of Fresno General Plan, Transportation Chapter, Objective MT-1g].

Street Redesign where Excess Capacity Exists. Evaluate opportunities to reduce right of way and/or
redesign streets to support non-automobile travel modes along streets with excess roadway capacity
where adjacent land use is not expected to change over the planning period.

[Source: City of Fresno General Plan, Transportation Chapter, Objective MT-2d].

Potential Acceptance of Level of Service F Conditions: Accept LOS F conditions in Activity Centers
and Bus Rapid Transit Corridors only if provisions are made to improve the overall system and/or
promote non-vehicular transportation and transit as part of a development project or a City-
initiated project. In accepting LOS F conditions, the City Traffic Engineer may request limited
analyses of operational issues at locations near Activity Centers and along Bus Rapid Transit
Corridors, such as queuing or left-turn movements. [Source: City of Fresno General Plan,
Transportation Chapter, Objective MT-1-m].

General Plan Goals related to Bicycling and Walking (Active Transportation): A significant number of
goals included in the Fresno General Plan are related to bicycling and walking as well as the related
concept of active transportation. They include the following:

o Goal 4: Emphasize achieving healthy air quality and reduced greenhouse gas emissions.

o Goal 9: Promote a City of healthy communities and improve quality of life in established
neighborhoods.
Emphasize supporting established neighborhoods in Fresno with safe, well
maintained, and accessible streets, public utilities, education and job training,
proximity to jobs, retail services, health care, affordable housing, youth
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development opportunities, open space and parks, transportation options, and
opportunities for home grown businesses.

o Goal 11: Emphasize and plan for all modes of travel on local and major streets in Fresno.
Facilitate travel by walking, biking, transit, and motor vehicle with interconnected
and linked neighborhoods, districts, major campuses and public facilities, shopping
centers and other service centers, and regional transportation such as air, rail, bus
and highways.

o Goal 12: Resolve existing public infrastructure and service deficiencies, make full use of
existing infrastructure, and invest in improvements to increase competitiveness and
promote economic growth.

Emphasize the fair and necessary costs of maintaining sustainable water, sewer,
streets, and other public infrastructure and service systems in rates, fees, financing
and public investments to implement the General Plan. Adequately address
accumulated deferred maintenance, aging infrastructure, risks to service
continuity, desired standards of service to meet quality-of-life goals, and required
infrastructure to support growth, economic competitiveness and business
development.

o Goal 14: Provide a network of well-maintained parks, open spaces, athletic facilities, and
walking and biking trails connecting the City’s districts and neighborhoods to attract and
retain a broad range of individuals, benefit the health of residents, and provide the level
of public amenities required to encourage and support development of higher density
urban living and transit use.

o Goal 16: Protect and improve public health and safety.

General Plan Policy Framework: The policy framework of the 2035 General Plan emphasizes
rehabilitation, intensification, and reuse of vacant and underutilized land along the length of
Blackstone Avenue and Abby Street. For the area south of Shields Avenue, Fresno’s Development
Code designates the vast majority of properties fronting onto Blackstone Avenue and Abby Street
and within the remainder of the three Activity Centers as Neighborhood Mixed-Use (NMX). The
area north of Shields Avenue is designated as a mix of Regional Mixed-Use (RMX) and Commercial
Regional (CR).

The development and design standards for the primary zoning type, Neighborhood Mixed-Use
(NMX), allow and encourage a mix of housing, retail, office, and active public spaces in a
pedestrian-oriented environment. The policy framework’s intention for districts zoned as Mixed-
Use are to:

o Transform certain auto-oriented boulevards and corridors into vibrant, diverse, and
attractive corridors that support a mix of pedestrian-oriented retail, office, and
residential uses in order to achieve an active social environment within a revitalized
streetscape.

o Reduce the need for driving to access shopping, services, and employment centers and
thereby minimize air pollution from vehicle miles traveled.
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o Improve access to a greater range of facilities and services for surrounding residential
neighborhoods.

o Establish development and design standards for these centers and corridors that will
create a unified, distinctive, and attractive urban character, with appropriate transitions
to adjacent residential neighborhoods.

(Source: 2015 Citywide Development Code, Article 11)

Fresno Active Transportation Plan (ATP)
Fresno’s Active Transportation Plan (ATP) was prepared to implement the General Plan’s Active
Transportation goals.

With respect to the Blackstone Avenue and Abby Street Corridor the ATP identifies Blackstone Avenue
and Abby Street as streets on which only bicycle riders classified as “strong and fearless” (LTS4) on the
scale used to identify Bicycle Level of Traffic Stress® as feeling safe riding a bike on either of the two
streets. As a consequence, the ATP currently does not include plans for future bicycle facilities on
Blackstone Avenue or Abby Street. Instead the plan currently recommends accommodating bicyclists on
parallel facilities.

While Blackstone Avenue is identified in the ATP as presenting a challenging environment for pedestrians
and bicyclists, the plan only identifies a limited number of improvements, such as the closing of sidewalk

gaps.

Based on the strong preference for the incorporation of bicycle and pedestrian facilities into the vision
for future improvements, the City may want to consider changing the current recommendations of the
TAP during future updates of the ATP.

Regional Transportation Plan (RTP)

The Regional Transportation Plan describes the following as major components of its Sustainable
Transportation Strategy (SCS): investment in public transit systems, managing transportation demand,
making transportation system improvements, and continuing to expand and improve bike and pedestrian
facilities.

Active Transportation: The purpose of the Strategy is to address the following Active Transportation
goals included in the Regional Transportation Plan (RTP):

o Maximize bicycling and walking through their recognition and integration as valid and
healthy transportation modes in transportation planning activities.

& The ATP defines the Bicycle Level of Traffic Stress as follows: Bicycle level of traffic stress (LTS) criteria span from 1 to 4, with 1 being the least
stressful and 4 being the most stressful: LTS 1: Most children and older adult riders can tolerate this level of stress and feel safe and comfortable.
LTS 1 roadways typically require more separation from traffic. LTS 2: This is the highest level of stress that the mainstream adult population will
tolerate while still feeling safe. LTS 3: Bicyclists who are considered “enthused and confident” but still prefer having their own

dedicated space for riding will tolerate this level of stress and feel safe while bicycling. LTS 4: For bicyclists, this is tolerated only by those
characterized as “strong and fearless,” which comprises a small percentage of the population. These roadways have high speed limits, multiple
travel lanes, limited or non-existent bike lanes and signage, and large distances to cross at intersections.
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o Safe, convenient, and continuous routes for bicyclists and pedestrians of all types which
interface with and complement a multimodal transportation system.

o Improved bicycle and pedestrian safety through education, engineering and
enforcement.

o Increased development of the regional bikeways system, related facilities, and
pedestrian facilities by maximizing funding opportunities

Sustainable Communities Strategy: The Sustainable Communities Strategy section of the RTP
describes the significant investment in public transit and facilities that encourage walking and
bicycling as an important part of the Revenue-Constrained Transportation Network scenario, which
was selected by Fresno COG as its SCS. Through the City’s actions under this scenario, the investment
has so far led to the completion of the BRT line along the Blackstone Avenue/Abby Street Corridor.
The Southern Blackstone Smart Mobility Strategy represents the first step in also implementing
investments that aim to make walking and bicycling more attractive options along the Corridor in
particular in the context of it being simultaneously planned for more compact and mixed-use
development within its activity centers.

Caltrans Smart Mobility Framework

In addition, the City’s land use, transportation, and sustainability goals and objectives for the area
addressed by the Southern Blackstone Smart Mobility Strategy and the content of the Strategy advance
and incorporate all six principles of the Caltrans Smart Mobility Framework, including:

1. Location Efficiency: Integrate transportation and land use in order to achieve high levels of
non-motorized travel and transit use, reduced vehicle trip making, and shorter average trip
length while providing a high level of accessibility.

2. Reliable Mobility: Manage, reduce, and avoid congestion by emphasizing multi-modal
options and network management through operational improvements and other strategies.
Provide predictability and capacity increases focused on travel that supports economic

productivity.

3. Health and Safety: Design, operate, and manage the transportation system to reduce serious
injuries and fatalities, promote active living, and lessen exposure to pollution.

4. Environmental Stewardship: Protect and enhance the State’s transportation system and its

built and natural environment. Act to reduce the transportation system’s emission of GHGs
that contribute to global climate change.

5. Social Equity: Provide mobility for people who are economically, socially, or physically
disadvantaged in order to support their full participation in society. Design and manage the
transportation system in order to equitably distribute its benefits and burdens.

6. Robust Economy: Invest in transportation improvements—including operational
improvements—that support the economic health of the state and local governments, the
competitiveness of California’s businesses, and the welfare of California residents.

(Source: Smart Mobility 2010: A Call to Action for the New Decade, Caltrans)
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1.4 Smart Mobility Strategy Goals and Objectives
The existing perception of large
thoroughfares or “big streets” is that
they include multiple travel lanes in

What Are Complete Streets?

Complete Streets are streets for everyone. They are designed
and operated to enable safe access for all users, including
pedestrians, bicyclists, motorists and transit riders of all ages

each direction designed for moving
large number of cars through a

particular area of a city. However, until and abilities. Complete Streets make it easy to cross the street.
recently it was routinely overlooked walk to shops, and bicycle to work. They allow buses to run on
that such streets also need to and can time and make it safe for people to walk to and from train

serve as providing connections Sl

between people that are not
predicated on the use of cars and as
places that foster community appeal, innovation, enterprise, and health. In order for big streets, such as
the Blackstone/Abby Corridor, to fulfill this promise, they need to be design or, in this case, re-designed
and constructed to be comfortable and safe for all users. The Southern Blackstone Avenue Smart Mobility
Strategy provides the City of Fresno with a community-driven vision and framework for implementing
many of the state, regional, and City policies and goals discussed in the previous section. At the center of
the Strategy is a Complete Streets based approach to redesigning the Blackstone/Abby Corridor.

Source: Smart Growth America/National Complete Streets Coalition

The benefits provided by the Complete Streets approach to designing streets.

Complete Streets make economic sense. A balanced transportation system that includes complete streets can
bolster economic growth and stability by providing accessible and efficient connections between residences,
schools, parks, public transportation, offices, and retail destinations.

Complete Streets improve safety by reducing crashes through safety improvements. One study found that
designing for pedestrian travel by installing raised medians and redesigning intersections and sidewalks
reduced pedestrian risk by 28%.

Complete Streets encourage more walking and bicycling. Public health experts are encouraging walking and
bicycling as a response to the obesity epidemic, and complete streets can help. One study found that 43
percent of people with safe places to walk within 10 minutes of home met recommended activity levels, while
just 27% of those without safe places to walk were active enough.

Complete Streets can help ease transportation woes. Streets that provide travel choices can give people the
option to avoid traffic jams and increase the overall capacity of the transportation network. Several smaller
cities have adopted complete streets policies as one strategy to increase the overall capacity of their
transportation network and reduce congestion.

Complete Streets help children. Streets that provide room for bicycling and walking help children get physical
activity and gain independence. More children walk to school where there are sidewalks, and children who
have and use safe walking and bicycling routes have a more positive view of their neighborhood. Safe Routes
to School programs, gaining in popularity across the country, will benefit from complete streets policies that
help turn all routes into safe routes.

Complete streets are good for air quality. Poor air quality in our urban areas is linked to increases in asthma
and other illnesses. Yet if each resident of an American community of 100,000 replaced one car trip with one
bike trip just once a month, it would cut carbon dioxide (CO2) emissions by 3,764 tons of per year in the
community. Complete streets allow this to happen more easily.

Source: Smart Growth for America/National Complete Streets Coalition
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Based on the state, regional, and City policies discussed in the previous section, the Southern Blackstone
Smart Mobility Strategy and its complete streets design approach were prepared to address the following
objectives:

e Increase access and safety along the Corridor for all travel modes and users, including the elderly,
disabled, low-income, students and youth.

e Address deficiencies in the existing street design that are incompatible with the planned land
uses outlined in the General Plan and impact business opportunities and performance in the
identified activity centers along the Corridor.

e Recommend multimodal access and safety improvements for pedestrians and bicyclists as well
as transit riders.

e Recommend potential sidewalk and streetscape enhancements to support pedestrian comfort,
access to transit, and access to businesses and services.

e I|dentify potential treatments that support the management of traffic speeds within activity
centers along the corridor.

e Consider on-street and off-street parking in the context of recommended multimodal
improvements.

e |dentify opportunities for gateway improvements and wayfinding signage.

e Recommend locally feasible implementation and funding strategies for recommended
multimodal improvements.

1.5 Senate Bill 743

According to information on the Caltrans website’, SB 743 was signed in 2013, with the intent to balance
the need for congestion management with statewide goals related to promoting infill development, the
promotion of public health through active transportation, and the reduction of greenhouse gas
emissions. When implemented, traffic congestion will no longer be considered a significant impact on
the environment within California Environmental Quality Act (CEQA) transportation analysis.

For land use projects, the Office Planning Research has identified Vehicle Miles Traveled (VMT) per capita,
VMT per employee, and net VMT as new metrics for transportation analysis. For transportation projects,
lead agencies for roadway capacity projects have discretion, consistent with CEQA and planning
requirements, to choose which metric to use to evaluate transportation impacts.®

The City of Fresno is currently exploring how to implement the use of VMT standards in CEQA by the
required deadline of July 1, 2020. The implementation of using VMT in assessing the environmental
impact of both future development along the Blackstone/Abby Corridor and of transportation projects
will be beneficial to realizing the City’s overall vision of revitalizing and improving Blackstone/Abby into a
TOD corridor and street that advances the City’s goals and objectives for active transportation and transit
use in conjunction with implementation of TOD (as discussed in the sections above).

7 Source: http://www.dot.ca.gov/hag/tpp/sb743.html
8 Source: http://www.dot.ca.gov/hq/tpp/sb743.html
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2. Community Engagement
2.1 Project Outreach

Community Engagement Approach and Process

City planning staff and the project team engaged residents and stakeholders in an intensive and highly
participatory public process over the course of nine months to assess and document conditions for all
travel modes (walking, bicycling, transit and driving) and users (youth, seniors, people with disabilities,
residents, Spanish speakers, patrons and businesses). Together, they identified shared values and
concerns, and explored and helped prioritize proposed enhancements for Blackstone Avenue.

Throughout the course of the project, 8,300 flyers were distributed (7,200 in English, 900 in Spanish, 200
in Hmong) for the various community meetings, design workshops and input sessions. Over 751 one-on-
one conversations were conducted to connect with residents and stakeholders and make them aware of
the project. Across 15 Blackstone area neighborhoods, over 1,700 residential and commercial doors were
knocked on where flyers were dropped to invite residents to the project events. Approximately 1,400
reminder phone calls were made to encourage their attendance and participation. Project outreach staff
also rode the Q bus rapid transit line and waited at bus stops along Blackstone Avenue to hand out flyers
and invite transit users to events.

Three separate mailings were sent out by the City of Fresno to 768 unique residential and commercial
addresses within the project area. The mailings w ere printed in English, Spanish and Hmong. The project

Figure 2.1: Outreach canvassing and conversations with community members and stakeholders.

37



was featured in three Fresno Metro Ministry E-News letters that reached nearly 2,000 unique email
addresses each time. Ten social media posts were posted on the Better Blackstone Facebook page
reaching 2,955 people. The City maintained a project home page with background information, project
scope and schedule, and upcoming events, and publicized events and activities through social media
outlets that include Twitter, Facebook, and Nextdoor. In addition, the project has been covered by local
media outlets, including the Fresno Bee, and Central Valley Observer.

2.2 Community Engagement
Advisory Committee
Outreach Advisory Group — April, 2018 through October, 2018

Outreach and engagement kicked off with the formation of the Community Engagement Advisory Group
(CEAG) of 24 stakeholders and residents in April 2018 to provide guidance and help maximize
participation in the community-based planning effort. The group included representatives from:
Blackstone neighborhoods within the project focus area, local businesses and churches, community
based organizations and environmental justice groups.

Figure 2.2: April 2018 Outreach Advisory Group Meeting

'$4{=) HELP DESIGN BLACKSTONE The group met monthly with the City and project team
+ FOR EVERYONE! members to help plan and publicize community events,

=
“ identify ways to reach and encourage participation from

- People Walking | Bicycling | Taking Transit | Driving
SAVE THE DATES! all members of the community, and review and interpret

e input received from events and meetings.

WORKSHOP

COMMUNITY WORKSHOP

Jone 23, 2018 Jone 26,2018 Multi-Day Charrette
(CRELELEREVELY NOREUELREEEL A multi-day public design workshop anchored the
Lunch Provided ez Ty s community-based planning process. It occurred over the
FRESNO CITY COLLEGE course of four days in June 2018 to shape development
o o Tt on fuliding- Raom 251 of the plan. The purpose was to work with residents and
g stakeholders to establish a shared vision and concepts for
e St il Sty i will ol ity e affnt a multi-modal corridor that supports motorists and non-
Fighway 160 o increase e sfieciv ange of pubi andit and sorve motorists alike and revitalization of adjacent properties.

the needs of all medes and users, particularly bicyclists and pedestrians.
This project is funded by the California Department of Transportation.
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¢, 559.485. 1414 B kelsey@fresnometmin.org
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Figure 2.3: Flyer advertising June 2018 Workshops
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Figures 2.4: Small Group Site Walks on Portions of
Blackstone Avenue

Community events took place at Fresno City
College in the Old Administration Building. They
were advertised and conducted in English, with
Spanish and Hmong translation services provided.

Events kicked off Saturday morning with a Walk
and Design Workshop attended by approximately
75 participants first viewing a presentation on
existing conditions and principles of Complete
Streets. Project team members then led groups
on walks to discuss conditions at four different
locations on the corridor. Two of the groups
traveled to locations on the new Q bus rapid
transit line, experiencing conditions along the
corridor as transit users and pedestrians.

After the walks the participants returned to
Fresno City College, joining others for lunch, a
presentation of initial ideas for transformation,
small group discussions around table maps
followed by report outs, and provision of feedback
on poster boards with initial strategies for
improvements.

In the days that followed, the project team
processed community input and held briefings
with City staff, and held stakeholder focus groups
and impromptu meetings with residents, business
and property owners, representatives of local

advocacy groups and churches along the corridor. Team consultants concurrently conducted field checks
and sketched potential improvements and design alternatives.

Approximately 114 people attended the closing community workshop the following Tuesday evening.
Team consultants reviewed principles of Complete Streets, the input to date, and initial concepts for
change developed following the opening walk and design workshop on Saturday. Participants again broke

=

Figure 2.5: Table map and poster board input activity during June 2018 workshops.
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Figure 2.6: Participant rebért o_ut at June 26 closing
workshop

Figure . 7: Table discussions during the August workshop

into small groups around table maps to discuss
ideas for improvements and reported their
findings to the audience.

Priorities that emerged from the events and
activities included the need for wider sidewalks,
safer bicycle facilities and crosswalks, and more
shade on Blackstone Avenue. There was also
general consensus that the team should explore
options that include conversion of on-street
parking and adjacent travel lane to
accommodate wider sidewalks and installation of
protected bicycle lanes.

City planning staff and project team members
met with a number of stakeholder groups during
the multiday workshop. These include:
Blackstone property owners, real estate
developers, City Councilmembers, State Center
Community College District, Fresno City College,
Susan B. Anthony and Heaton Elementary
Schools, and Fresno Unified School District
Parent University.

The team also met with stakeholder groups for
briefings and feedback following the multi-day
design workshop. The groups included were
Fresno Department of Public Works, Fresno
Police Department, Fresno Area Express (FAX),
and the Bicycle and Pedestrian Advisory
Committee (BPAC).

Public Workshop

In the months that followed, the consultant team
studied and refined proposed improvements,
conducted traffic and cost analyses, and
prepared design alternatives for the corridor. On
August 23, the team consultants presented the
alternatives to residents and stakeholders at an
evening community meeting at the Ted C. Wills
Community Center. Approximately 77 people
attended. After the presentation, participants

broke into small groups and were asked to weigh in on proposed near-term and long-term improvements.
Specifically, attendees were requested to select preferences between two short-term approaches on the
segment between Shields and Hedges avenues: one that will convert the outside travel lane to the curb
into a protected bicycle lane, and one that will convert the outside travel lane to the curb to a painted
pedestrian walkway. Participants overwhelmingly chose the alternative with the protected bike lane.
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Public Open House

The final community event took place as a drop-in Open House at the Ted C. Wills Community Center in
the evening of November 8. Approximately 50 people attended. The Open House was an informal event
where redesign concepts were on display and project team members were available to answer questions
and provide clarification. Residents and stakeholders reviewed the design concepts and provided
feedback.

2.3 Community Issues and Goals

What we heard

Impressions, ideas, goals and concerns were
captured through a variety of activities, including
stakeholder interviews, small group segment walks
and bus rides, dot voting and mapping exercises.

)
Early in the engagement process, community M“

members identified corridor features and assets N rester
such as Fresno City College and the new bus rapid e

transit service. Challenges and weaknesses to P ;.:;;
address through the study were also identified, ' L ‘k‘ =
including the width, speed and safety of the
roadway, lack of facilities for non-motorists, and
barrenness of the corridor. What we heard

|
A 2
=g

The need for pedestrian and  bicycle
improvements, trees and shade, lighting,
comfortable public spaces and reduction of the
dominance of automobiles were recurrent themes
throughout the engagement process. Workshop
participants expressed interest and willingness to
convert on-street parking and one lane in each
direction to allow for wider sidewalks, trees and
safe areas for riding bicycles on Blackstone.

Workshop participants also provided numerous
locations and ideas for improvements working in
small groups around large table maps. In addition
to changes to provide safe areas to cross the street, improve pedestrian access for people of all ages and
abilities, and safe areas for bicycling, numerous ideas were expressed to help beautify public spaces, spur
pedestrian- and transit-oriented development, and generally activate safe public places along the
corridor.

Figure 2.8: Highlights of input received from June 2018
workshops.
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What we heard

4 T —
WHAT DO YOU WANT TO SEE ON WHAT ARE YOU WILLING TO Giv|
BLACKSTONE AVENUE AND ABBY STREET? MAKE ROOM FOR WHAT YoUu WAiirJ:;Gsezv

Figures 2.9 & 2.10: Survey results &Z/ot voting actiw'ty'
results from June 2018 workshops.

Figure 2.11: Examples of small group table map
input results.
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3.Complete Streets Framework and Design Concepts

The Complete Streets Framework and corridor design concepts presented in this section are a direct
outcome of the City’s policies and goals discussed above and the community input for desired
improvements received during the public and stakeholder outreach conducted for the development of
this Strategy (see Chapter 2).

3.1 Complete Streets Design Framework

The Complete Streets approach to designing multimodal streets — ranging from neighborhood streets to
urban arterials — and its benefits (see Section 1.3) are well-established and applied in cities and
communities around the country.

As discussed in the Planning and Policy Context section (Section 1.1), the State of California’s Complete
Streets Policy, the Regional Transportation Plan, and the City of Fresno’s General Plan all provide strong
support for pursuing the transformation of Southern Blackstone Avenue and Abby Street envisioned by
the community on the basis of a Complete Streets Framework and by applying best practices for the
design of multi-modal corridors that are based on the Complete Streets concept.

A foundational tenet of the Complete Streets concept is that the design of a street should balance the
transportation, safety, and comfort needs of all users, including pedestrians, bicyclists, and transit riders
as well as people driving automobiles and trucks. In addition, a Complete Street serves people of all ages,
abilities, irrespective of their social or economic status.

As is illustrated by the typical existing cross-sections of the Blackstone Avenue/Abby Street Corridor (see
Figures 3.1 through 3.5), the overwhelming majority of the right-of-way is currently dedicated to moving
automobiles and trucks. The street lacks dedicated bicycle facilities and space for pedestrians traveling
along the corridor and access to transit stops is limited to narrow sidewalks (6-foot wide typical north of
Hedges Avenue and 10-foot wide along most portions of Blackstone and Abby Street south of Hedges)
that are often further narrowed by local obstructions such as utility and signal poles, fire hydrants, and
fences and other items encroaching from adjacent private properties into the public right-of-way.

Based on the aim of Complete Streets to accommodate the needs of all users and the fact that the
available space within the public right-of-way is limited and currently allocated mostly to serve
automobiles, the fundamental question is how space can be created for meaningful improvements for
pedestrians and bicyclists.

The following two strategies are at the core of answering this question and the Complete Street
Framework for Blackstone Avenue/Abby Street Corridor presented in this Strategy:

e Rebalancing the allocation of space within the Blackstone Avenue/Abby Street rights-of-way.
e Speed Management throughout the Corridor.
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Rebalancing the Allocation of Space within the Public Right-of-Way

For the purpose of the Complete Street Framework, the extent to which space along the Corridor is
reallocated from its current use to improvements that support the needs of currently underserved non-
motorized modes (walking and bicycling) is based on two key criteria:

1. Community preferences for desired improvements expressed by participants in the public
outreach efforts for this Strategy, and
2. Application of Best Practices for multimodal, pedestrian, and bicycle improvements

Community Preferences: As discussed in Section 2.2— Community Engagement, those who participated in
the public outreach events for the study strongly favored that both, the walking and bicycling conditions
be improved along the length of the Corridor as opposed to improving the conditions for just one of the
two modes. As a result, outreach participants favored initial concepts, particularly for the area south of
Shields Avenue, that reallocated space currently used for travel lanes and parking to accommodate the
desired pedestrian, bicycle, and placemaking improvements.

Best Practices: The draft and final vision concepts for the near-term and long-term improvements
presented in this Strategy were developed using the following resources for Best Practices in the design
of multimodal, pedestrian, and bicycle improvements:

e Urban Street Design Guide. National Association of City Transportation Officials (NACTO). 2013

e Designing Walkable Urban Thoroughfares: A Context Sensitive Approach. Institute of
Transportation Engineers. 2010

e Urban Bikeway Design Guide. National Association of City Transportation Officials (NACTO).
2014

e (Caltrans Class IV Design Guide, Design Information Bulletin 89-01. California Department of
Transportation (Caltrans). 2018.

e California Manual of Uniform Traffic Control Devices (MUTCD). State of California, California
State Transportation Agency, Department of Transportation. 2014

e Transit Street Design Guide, National Association of City Transportation Officials (NACTQ), 2016

Some of the best practices used in the concept designs may not follow design practices and requirements
used by the City of Fresno. Future design phases for the implementation of the envisioned improvements
will have to reconcile potential conflicts. This process may include modifications to existing City policies,
standard details, plans, or requirements.

Based on the City’s goals for the project area, initial input from the community, and the above-listed best
practices, initial concepts for rebalancing the Corridor’s public right-of-way were prepared and then
further refined based on additional community input and feedback from the Fresno Area Express (FAX),
the Bicycle and Pedestrian Advisory Committee, and the City’s Department of Public Works and the
Development and Resource Management Department.

The following is a summary of key aspects of the final approach taken to rebalancing the allocation of
public right-of-way space, which together formed the basis for development and refinement of the
Design Concept Options presented in Section 3.4 of this Strategy:

Community Support for Lane Reduction: Based on input from an overwhelming majority of participants in
the public outreach process, the community supports the further exploration of removing one travel lane
in each direction.
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High-level Review of Feasibility of Lane Reduction: The removal of one travel lane in each direction,
including throughout the couplet area is supported by an initial, high-level review of readily available
traffic counts for traffic and turn volumes on the Corridor, the City’s current level-of-service (LOS) related
policies, and current and projected future traffic volumes on the Blackstone Avenue/Abby Street and
parallel corridors (see Section 3.3 for more detail).

Retention of Parking Lanes: Even though there was strong initial support from participants in the public
outreach process for the removal of parking north of Hedges Avenue and the use of this space for
pedestrian and bicycle improvements, the typical cross sections for long-term improvements between
Shields Avenue and Hedges Avenue included in the Strategy retain parking lanes on either side of the
street. The recommendation to retain parking lanes in the future is based on the following:

e The 16 cross-sectional feet of space that would have been gained from eliminating parking in this
area would have largely gone toward for widening the existing sidewalks. However, a widening
of the sidewalks along the Corridor is already required in Fresno’s Development Code for all
future development. This requirement stipulates a 6-foot wide sidewalk easement on private
property. Because the future redevelopment of properties along the Corridor and the
construction of long-term improvements are likely to occur following a similar time frame (5 to
10 years and beyond), it appears to be appropriate to assume that the widening of sidewalks by
6 feet will occur on easements that are located on private property.

e While on-street parking is underutilized today, it is likely viewed as an asset by investors in the
type of future mixed-use development reflected in the City’s General Plan. Because future
development may also be a critical source for the funding of the envisioned street improvements,
the presence of on-street parking represents a potential asset.

e Spaceinthe parking lanes will also increasingly be needed to manage the demand for curb space
needed to accommodate passenger pick-up and drop-off by vehicles associated with ride-hailing
services (also called Transportation Network Companies or TNCs for short). In the future, this
curb space will also be shared to accommodate passenger pick-up and drop-off by autonomous
vehicles.

e On-street parking located between lanes with moving traffic and sidewalks and bikeways
provides a physical buffer that further enhances comfort and sense of safety for pedestrians and
bicyclists. At intersections, where parking is discontinued close to the location of crosswalks, the
parking lane space can be used to effectively enhance pedestrian and bicycle safety and comfort
by providing additional buffer and waiting space.

e Giving the future parking lanes a width of 10 feet (instead of the standard 8 feet), provides the
near- and long-term concepts with additional flexibility as the parking lane could be converted
into a dedicated BRT transit-only lane if future analysis should prove that the City’s and
community’s goals are better served by this configuration at some point in the future®.

Retaining all Travel Lanes: Design studies conducted early in the process indicated that the space gained
from removing only the two parking lanes allows for design options that can meaningfully improve
conditions for pedestrians or bicyclists but not both, at least not to the degree desired by the community.

% Future studies and the implementation of a Pilot Project of the near-term improvements will inform which of the two options should be
implemented under the long-term improvements.
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Speed Management

The speed of traffic and the degree to which pedestrians and bicyclists are buffered from fast moving
traffic are key determinants for the level of comfort and safety persons experience that walk and cycle
on the Blackstone Avenue/Abby Street Corridor. The relationship between speed and pedestrian safety
has been examined in many studies. Figure 3.6 specifically highlights the relationship between a vehicle’s
speed and a pedestrian’s chances of survival in case of being hit by a car. At 40 miles per hour, which is

Hit by a vehicle traveling at

Hit by a vehicle traveling at

m

5 out of 10 pedestrians survive.
a & 8 @

Hit by a vehicle traveling at

Only 1 out of 10 pedestrians survive.

Figure 3.6: Posted Speeds relationship with Pedestrian Safety.
Source: W.A. Leaf and D.F. Preusser, “Literature Review on Vehicle Travel Speeds and Pedestrian Injuries Among Selected Racial/Ethnic
Groups,” US Department of Transportation, National Highway Traffic Safety Administration (1999).

the posted speed limit along the length of the Corridor, the chances of survival for a pedestrian hit is one
inten. The figure also indicates that at lower speeds, the pedestrian survival rate exponentially increases.
In August 2018, the Insurance Institute for Highway Safety released a research study that suggests that
lowering the speed limit by 5 mph on city streets can significantly improve safety for motorists,
pedestrians, and bicyclists alike. The study also concluded that “these results demonstrate that safety
benefits can be gained in urban areas from setting speed limits that take into account all roadway users,
instead of setting speed limits based on the 85th percentile free-flow speeds.” 1° While this particular
research focused on pedestrians, similar safety benefits extend to bicyclists hit by automobiles.

For these safety reasons, it is strongly recommended that the City of Fresno study the feasibility of
lowering the posted speed from 40 to 30 miles per hour during the future planning and design phases
for near- and long-term improvements. As this process is guided by state law, namely the 2014 California
Manual for Setting Speed Limits,** and not the City of Fresno, a reduction in posted speed may need to
occur in phases because the process takes into account the actual speed with which cars travel on a given
street. During implementation of the recommended short-term improvements, actual speeds may not
be reduced enough to warrant a reduction to 30 mph in a single step. It is hoped that under the
envisioned long-term improvements, actual speeds are reduced due to the narrowed roadway to the
degree necessary to warrant a reduction to 30 mph in order to realize the significant safety benefits
associated with reduced vehicle speeds.

10 Lowering the speed limit from 30 to 25 mph in Boston: effects on vehicle speeds.
https://www.iihs.org/frontend/iihs/documents/masterfiledocs.ashx?id=2168

11 “california Manual for Setting Speed Limits”, Division of Traffic Operations California Department of Transportation, 2014
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In addition to providing the safety benefits for
pedestrians and bicyclists discussed above, the
lowering of the posted speed limit is also a factor in the
envisioned reduction in the number of lanes (see
Rebalancing the Allocation of Space above) and in the
desired increase in safe crossings across the Corridor.

Relationship to Reduction in Number of lanes: The
capacity for throughput of vehicles of each travel lane
changes with the speed at which vehicles travel and is
at its highest at about 30 miles per hour. This is
illustrated in the diagram in Figure 3.7, taken from the
Highway Capacity Manual*?. This finding supports the
approach taken in the near- and long-term vision
concept, which reduce the number of travel lanes.
Lowering the speed limit to 30 miles per hour, supports
this approach by increasing the potential capacity of
the remaining lanes to their maximum.
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Figure 3.7: Lane Capacity in relation to speed

Increasing the Frequency of Safe Crosswalks: Posted speed is one of several factors used in the City of
Fresno’s process to determine what type of improvements are need for the City to stripe, signalize or
otherwise dedicate a formal crosswalk. The table in Figure 3.8 provides an overview of these factors and
shows that for the one-way portions of the Corridor (Blackstone Avenue and Abby Street south of Hedges
Avenue) a lowering of the speed limit from 40 to 30 miles per hour would allow the use of less costly and
easier to implement crosswalk improvements, such as high-visibility crosswalks and rectangular rapidly
flashing beacons (RRFBs). For the area north of Hedges Avenue, where average daily traffic (ADT)
numbers are higher and the cross section includes four travel lanes with a raised median, a reduction in
posted speed does not significantly affect the choice of crossing improvements. However, the use of

Blackstone /Abby St Blackstone Ave
South of Olive North of Olive
Vehicle ADT Vehicle ADT Vehicle ADT Vehicle ADT
Roadway Type <9,000 >9,000 to 12,000 >12,000 to 15,000 >15,000
<30 35 40 <30 35 40 <30 35 40 <30 35 40
mph | mph | mph | mph | mph | mph | mph | mph | mph | mph | mph | mph
2 Lanes A A B A A B A A C A B C
3 Lanes A A B A B B B B C B C C
4 Lanes with
Raised Median A A ¢ A B ¢ B B ¢ c = ¢
4 Lanes without A B c B B c c c c c c c
Raised Median

A = requires all of the following: a high visibility crosswalk, signs and pavement word markings
B = requires all of the following: rectangular rapid flashing beacons, high visibility crosswalk, signs and pavement word markings
C =requires all of the following: pedestrian hybrid beacon (HAWKS) or pedestrian signal, high visibility crosswalk, signs and pavement

markings

Figure 3.8: Factors considered by the City of Fresno in determining the location of crosswalks

12 Highway Capacity Manual, Transportation Research Board
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pedestrian hybrid beacons PHBs) at appropriate locations along the Corridor would help to lower the
overall cost of signal improvements compared to the sole use of full traffic signals.*?

There is also a direct relationship between the actual speed at which vehicles travel along a corridor and
its physical design. The average driver will tend to drive at higher speeds on wide roadways and slower
on narrower streets. For this intuitive reason, it can be expected that in particular under the community’s
vision for long-term improvements, which includes the visual narrowing of the roadway that carries
vehicular traffic, will support the reduction in posted speed. The planting of street trees in sidewalks and
medians will also further the visual narrowing of the overall street width.

For all of the above reasons engaging in the state-mandated process for lowering of the posted speed
limit between Dakota Avenue and Highway 180 is a core recommendation of this Strategy.

3.2 Recommendations for Corridor-wide Improvements

In addition to the core concepts of rebalancing the right-of-way and a reduction of the speed limit
discussed above, there are a number of design concepts and Complete Street best practices that are
commonly recommended for the type of urban street and transit corridor that is described in the City’s
land use and transportation goals discussed in Sectfon 1.2 and the community goals outlined in Section
2.3

The following paragraphs cover concepts and design elements that are recommended for use at a
corridor-wide level between Dakota Avenue and Highway 180. Where these design concepts and
elements or the rebalancing of the corridor right-of-way are adapted to specific conditions applicable to
a particular segment, this is described in the segment-by-segment recommendations presented in the
following chapter of the Strategy.

The range and detail-level of the information presented in this and the segment-based section of the
Strategy is tailored to setting a Complete Streets Framework while allowing future design phases to make
refinements, introduce new recommendations, and add detail based on findings from future studies of
existing conditions and performance measures. The focus here is on covering those Complete Street
design concepts and elements that form the foundation of the community’s vision for changes along the
Corridor and basis for future design phases in the implementation of this vision.

Pedestrian and Bicycle-Friendly Intersections
Frequency of Safe Crossings

The distance between intersections with signalized crosswalks along the Blackstone Avenue/Abby Street
Corridor is currently about one quarter of a mile®. This is significantly farther than would be convenient
for most pedestrians, in particular those with disabilities, the elderly, or persons with mobility devices or
strollers. The distant spacing of signalized crosswalks likely is a major factor in why many pedestrians can
be observed crossing the Corridor in mid-block locations or at legal but unmarked crossings located at
one of the many unsignalized four-way and T-intersections. As a result, participants in the public outreach
for this Strategy identified the introduction of additional safe crosswalks as one of the most urgently
needed improvements.

A key recommendation of this Strategy therefore is that future design phases for the implementation of
the envisioned near- and long-term improvements, include the addition of new crosswalks with the goal

13 To this date, The City of Fresno has exclusively built crosswalks at full signal locations. The potential consideration of pedestrian hybrid
beacons (HAWK signals) under a lowered speed limit, has the potential to reduce the costs involved in adding more crosswalks.

4 After implementation of the planned and funded new traffic signals at the Blackstone/Floradora and Blackstone/Webster intersections.
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to reduce the distance between safe crosswalk locations initially from one quarter to one eighth of a mile,
with additional crosswalks later being added in between these locations where this is supported by future
development, as increased presence of pedestrians and bicyclists, and other criteria used by the City of
Fresno in their crosswalk warrant process.

Under current conditions, it is difficult to obtain warrants for new crossings, which, at a posted speed of
40 miles per hour and where three travel lanes are present, require the construction of a full traffic signal.
Construction of a full traffic signal is a costly improvement. Under the near-term and long-term
improvements proposed in this Strategy (see Section 3.4), the thresholds for the approval of new and less
costly crosswalk improvements, such as a pedestrian hybrid beacons (PHBs, formerly known as HAWK
signals) would be lowered based on the following three main factors (also see Table in Figure 3.8):

1. Near-term and long-term improvements propose a reduction in the number of travel lanes from
three to two along the length of the Corridor.

2. The recommended strategy of reducing the posted speed limit from 40 miles per hour to 35 or
30 miles (preferred) per hour.

3. The expectation that as the development of mixed use, transit-oriented uses along the Corridor
is taking place, and the multi-modal improvements are implemented, the number of pedestrians
and bicyclists will increase.

Figure 3.9: A Pedestrian Hybrid Beacon (PHB) in F/'gufé 3.10: A Pedestrian Rectangular Rapidly Flashing
Albany, CA Beacons (RRFBs) in Oakland CA (Source: Google Streetview)

In addition to using PHB signals (see example in Figure 3.9) at potential new crosswalks north of Hedges,
the lower existing and projected traffic volumes in the Blackstone Avenue/Abby Street couplet area south
of Hedges Avenue, would allow for the consideration of an additional pedestrian crossing safety device
called rectangular rapidly flashing beacons (RRFBs). RRFBs (see example in Figure 3.10) are a significantly
less costly improvement compared to full or PHB.

In order to respond to the public’s desire for additional safe crosswalks in the near-term, it is
recommended to study and identify suitable locations for the implementation of PHB signals prior to the
construction of long-term improvements. This should be done in parallel to a comprehensive study of all
unsignalized dedicated left-turn lanes north of Hedges Avenue. The goal of this strategy is to determine
which of the existing left-turn lanes can be shortened or eliminated. In locations where left-turn lanes
can be eliminated, ample space is created for near-term and short-term improvements to include median
refuges and therefore as potential locations for the installation of a PHB.

51



Figure 3.11 shows the results of an initial screening for future crosswalks, including potential locations
for new full signals, PHBs, or RRFBs as well as locations at which the shortening of elimination of a
dedicated left-turn lane should be studied.

Pedestrian and Bicycle-friendly Intersection Improvements

In addition to an increase in the frequency of safe crosswalk locations along the Corridor, the community
expressed strong interest in intersections being designed to generally be safe and comfortable for
pedestrians and bicyclists. Pedestrian- and bicycle friendly intersections are also a central component of
the Complete Streets approach and many best practices are available and can be tailored to fit the local
conditions.

The following is a list of pedestrian-, bicycle-, and transit-friendly intersection treatments that should be
considered when the detailed designs for intersections that are compatible with the Strategy’s overall
Corridor vision are developed. During this design phase, potentially needed studies will be conducted,
and technical design details will take into account each intersection’s geometry, traffic and intersection
turn volumes, and signalization. Recommended treatments include:

High Visibility Striping of Crosswalks at Signalized and Unsignalized Intersection: Striping crosswalks across
all intersection approaches as high-visibility crosswalks increases the general visibility of pedestrian
treatments and serves to emphasize the potential presence of pedestrians along a multimodal corridor.

Directional Curb Ramps: Directional curb ramps at all crosswalks help to align the path of travel for
wheelchair users and persons with impaired vision so that it is parallel to the edges of crosswalks.

Median Refuges: Median refuges of 6 feet (min.) in width or more provide a safe space for pedestrians
and bicyclists who are unable to complete crossing the street during the provided pedestrian signal
phase.

Curb Extensions (Bulb-Outs): Curb extensions shorten the crossing distance and can be designed to
provide additional space at intersections for street furnishings, bicycle parking, landscaping (including
green infrastructure®®) or just to provide additional space for pedestrians waiting to cross the street.

Tight Curb Radli: Tightening the radii of curbs at intersection corners to the needed minimum slows down
turning vehicles and reduces pedestrian crossing distance.

Pedestrian Countdown Signal Heads: Provide pedestrians with a real-time indication of how much green
time remains for safely crossing the street?®.

Accessible Pedestrian Signal (APS): Accessible pedestrian signals are devices that communicate the “Walk”
and “Don’t Walk” phases at signalized intersections in audible and vibro-tactical form to pedestrians who
are blind or have low vision'’.

Leading Pedestrian Interval: Provides pedestrians with a head start into the crosswalk prior to vehicles
traveling in the same direction getting a green light.

Separate Bicycle Signal Phase and Signal Head: Adding bicycle signals provides a signal phasing driven
separation between the progression of bicyclists through an intersection and that of vehicular right-turns.

Fig 3.11: 11x17 Corridor improvement Map

15 Green Infrastructure is a landscape-based approach to managing stormwater runoff from roadway and sidewalk surfaces.
16 This improvement has already been funded and will be implemented by the City of Fresno over the coming years.

7 This improvement has already been funded and will be implemented by the City of Fresno over the coming years.
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BHETae: ELEMENTS OF PROTECTED INTERSECTIONS
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Fig 3.12: Protected Intersection Diagram (Source: Separated Bike Lane Planning & Design Guide)

Fig 3.14: Example of soft-hit posts as median-refuges (Source: Google Streetview)
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Protected Intersections: \Where determined appropriate, a protected intersection (see diagram in Figure
3.12) provides support for turning movements between bicycle lanes located on cross streets and the
separated bikeway proposed for the Blackstone Avenue/Abby Street Corridor.

Transit Signal Priority (TSP): A range of TSP tools is available to modify traffic signal timing or phasing when
transit vehicles are present or approaching in order to reduce delays and waiting times for buses. TSP
was deployed along the Blackstone Avenue/Abby Street Corridor along with implementation of the BRT.
Modifications to the existing TSP and an expansion of its use to proposed new signal locations would be
an integral part of future multimodal improvements.

Near-term Intersection Improvements

The detailed intersection improvements for the proposed near-term improvements will be developed
during future design phases for the Corridor. During this process, consideration should be given to the
following potential near-term intersection treatment concepts:

e Use interim treatments that utilize cost effective materials, such as paint and “soft-hit” plastic
posts® (often referred to as “paint & plastic” improvements) to delineate the approximate
locations of permanent intersection improvements, such as curb extensions on cross streets,
median refuges, and other “islands” that buffer spaces occupied by crosswalks and bikeways (see
Figure 3.13).

e (Create temporary median refuges for pedestrians at the end of existing median noses by:

o Reducing the width of existing left-turn lanes from 11 to 10 feet by adding an edge stripe
that parallels the existing median curb. This increases the width of the area next to the
median nose from 5 to 6 feet.

o Delineate the created space with solid paint and soft-hit posts (see example in Figure
3.14).

e Study and consider the early implementation of some of the potential locations of pedestrian
hybrid beacons (PHBs) shown in Figure 3.11.

Universal Design

The concept of Universal Design refers to a design approach that strives to create environments that can
be accessed and used to the greatest extent possible by people regardless of their age or ability. Universal
design is different from the requirements set by Federal and State accessibility standards in that it strives
to exceed minimum requirements when doing so further increases accessibility and usability of the
respective environment for people of an even broader range of age and ability as compared to an
environment in which only ADA minimums are met.

This Strategy will present improvements to the Blackstone Avenue/Abby Street Corridor at the concept
design level, with most of the design details that determine the degree and quality of accessibility still
needing to be detailed during subsequent design phases. It is therefore important that the future detailed
design of the envisioned improvements, and particularly the design of the future intersection and
crosswalk improvements, incorporate accessibility features following best practices for accessibility of
public rights-of-ways, such as the United States Access Board’s Public Rights of Way Accessibility
Guidelines (PROWAG) and under consideration of the universal design approach. The cross-section
design concepts for long-term improvement presented in this Strategy represent a beginning of this
process as all of the sections include new sidewalks whose widths significantly exceed the ADA minimum
clear widths for path of travel.

18 Surface-mounted, plastic posts (or delineators) that give way or tip over if touched or hit by a car or bicyclists.
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While the construction of new and wider sidewalks under the proposed long-term improvements
provides ample opportunity for the application of Universal Design at intersections and in mid-block
locations, the width of sidewalks under the near-term improvements remains unchanged. The following
actions should be considered in conjunction with implementation of the recommended near-term
improvements in order to also improve accessibility to the highest degree feasible:

1.

Close gaps in the continuity of existing sidewalks at the locations identified in Section 3.4— Design
Concepts by Segment.

Review the Corridor for inactive driveways and properties with multiple driveways. Work with
property and business owners to replace inactive and expendable driveways with standard
sidewalk.

Remove, to the extent feasible, obstructions that impede the pedestrian movement within the
path of travel required by current ADA and CBC standards. Such obstructions may include utility
poles, anchoring cables,® and cabinets, signal controller cabinets, and fire hydrants.

Consider interim upgrades (prior to construction of long-term improvements) to existing
sidewalk surfaces that are cracked, lifted by tree roots, or have excessive cross slopes (more than
2 percent).

Consider striping improvements that demarcate the alignment of sidewalks between McKinley
Avenue and Hedges Avenue, where asphalt-surfaced sidewalks are frequently indistinguishable
from adjacent driveways, parking lots, and auto repair yards. In the same area, remove
obstructions placed by businesses within the alignment of the asphalted sidewalks.

Work with property and business owners along the Corridor to eliminate encroachments of
improvements on private properties into the public right-of-way along the backside of sidewalks.

During future design phases of the envisioned improvements, consult the following:

Universal Design best practices

Americans with Disabilities Act (ADA)

California Building Code (2016)

Public Rights of Way Accessibility Guidelines (PROWAG)

With respect to the redesign of the Blackstone Avenue/Abby Street Corridor, this means considering the
following:

Accessible sidewalks that exceed ADA minimums
Directional Curb Ramps

Accessible Pedestrian Signal (APS) and push buttons?°
Accessible On-street parking

Accessible transit stops and amenities

Accessible street furniture and way-finding signage

Other Corridor-wide Improvement Concepts
Streetscape Improvements

Street trees that provide shade and improved lighting are the streetscape improvements identified
during the community outreach events for this Strategy as most desirable. Both provide a broad range of
benefits to the overall street design and pedestrians and bicyclists in particular. Street trees create shade,

19 The City of Fresno is planning to underground the existing overhead utilities along the Corridor.

20 This improvement has already been funded and will be implemented by the City of Fresno over the coming years.
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buffer pedestrians from roadway traffic, mitigate the urban heat island effect, and are the backbone of
an aesthetically pleasing streetscape environment that people enjoy walking in and shopping along.

High quality street lighting increases the safety for all users and can encourage nighttime usage of
sidewalks, bikeways, and bus stops, along with that of restaurants and other businesses. The use of
pedestrian-scale (14 to 20 feet in height) in addition to the tall light fixtures that light roadway and
crosswalks, provides lighting that is specifically directed at sidewalks and bikeways. Due to their smaller
size and closer spacing (40 to 50 feet maximum), pedestrian-scale light fixtures provide a human scale,
and, along with street trees, establish a clear rhythm and sense of place along transportation corridors.

Street Trees in Sidewalks and Medlians

New street trees should be planted along the length of the Corridor as illustrated in the long-term cross
sections in Section 3.4. This includes landscape strips and tree wells located between the separated
bikeway and sidewalk areas designated for pedestrian travel as well as all medians wider than 8 feet. All
new trees should be shade trees. The specific selection of tree species should occur with input from the
City arborist and the local community as tree species and their combination strongly contribute to the
sense of place and identity of a given Corridor segment or activity center.

As previously discussed in the Pedestrian and Bicycle-friendly Intersections section, the recommended
future comprehensive study of the Corridor north of Hedges for existing left turn lanes that can either be
shortened or eliminated may result in opportunities to widen the narrow existing medians to a width and
length that allows the planting of new median trees. In addition to the benefit of providing shade to
paved areas, tree-lined sections of medians along the length of the Corridor can also help to visually break
up the width of the street and the visible expanse of asphalt in the roadway. In order to reduce the
amount of water needed for irrigation, the landscaping of medians should be limited to trees, with the
remainder of the median surface treated as stamped and colored concrete. In combination with the
streetscape treatments used along sidewalks and at intersections, these landscape and hardscape
treatments can be used to further establish community identity and a sense of place along the Corridor
or for one of its segments.

Pedestrian-Scale Light Fixtures

Pedestrian-scale light fixtures should be introduced along the length of the Corridor and supplemented
with additional fixtures of the same style where they already exist between Olive Avenue and Highway
180. Pedestrian-scale fixtures should be placed in between the locations of existing roadway fixtures and
near street corners. The specific designs of the fixtures should be selected with input from the local
community and business interests as style and color of the fixtures strongly contribute to the sense of
place and identity of a given Corridor segment or activity center. The style and color of new pedestrian-
scale fixtures will also establish the basis for selecting the look and feel of other amenities in the palette
of coordinated street furniture that should be developed during future design phases. It is recommended
that the palette of street furniture used in each of the three activity centers be distinct from that used in
the others. This can, for instance, be achieved by using fixtures and furniture with contemporary rather
than traditional design characteristics.

Itis also recommended that the new light fixtures be fitted with hardware that allows for the installation
of decorative banners that identify the three activity centers or to promote local events.

Pedestrian and Bicycle Wayfinding Signage

Bicycle signage guides cyclists with directional and distance information to key destinations and
connections to other routes in the city’s network of bicycle facilities. Signs are placed at key decision
points along the route, such as at intersections of two or more bikeways and other locations along a
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Figures 3.18: Pavements to Parks (5urce.' LA Streets Blog)

2 California Manual of Uniform Traffic Control Devices (MUTCD), 2014

bicycle route. Bicycle wayfinding signage should
follow established standards® and be
introduced with implementation of the
recommended long-term bicycle improvements
along the Blackstone/Abby Corridor.

Pedestrian  wayfinding  signage provides
directional information to people navigating
destinations within a pedestrian-oriented
district or between a transit stop and nearby
civic or retail destinations that are frequented
by larger numbers of pedestrians. Pedestrian
wayfinding signage should be introduced with
implementation of the recommended long-
term pedestrian improvements in locations
where pedestrian-oriented districts emerge
along the Blackstone/Abby Corridor and where
civic destinations are located in proximity to
existing BRT stops. The style and color of the
pedestrian  wayfinding signage can be
coordinated with the look and feel of other
amenities in the palette of coordinated street
furniture that should be developed during
future design phases.

Bicycle Parking

It is recommended that bicycle parking (e.g.
bicycle racks) be provided in locations along the
Corridor where existing or planned retail or civic
uses attract larger numbers of cyclists.
Consideration should also be given to adding
bicycle parking in close proximity to BRT stops.

Corridor-Wide Near-Term Streetscape
improvements

The following is a list of opportunities for
streetscape improvements that can be
combined with the reco